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[* every railway passenger would report to a general officer 

of the road every instance of poor service, neglect or in- 
civility encountered on his journeys, making his letter full, ac- 
curate and prompt, our passenger service would be greatly im- 
pro.ed. Of course, passengers cannot afford the time and care 
neccessary to do this, and so we must be satisfied to expect only 
sporadic crops of useful passengers’ reports. Very bad service 
will quite generally come to the railway officers’ attention; and 
very particular people, having leisure, perhaps temporary, in 
whic i to write a letter, will report cases not so bad. The su- 
Peri.tendent and the G. P. A. ought, of course, to maintain 
00° service without prodding by the passengers, but we can- 
not ll when that millenium will arrive. We have brought up 
this opic at this time simply to commend a woman who is 
stro: »-minded (in the good sense of that term), and whose 
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letter we print, for having complained to a railway in a proper 
and effective manner. She has not given us many details of 
her story. But the lady’s letter is reasonable and forcible, and 
we fancy that its quality had something to do with its effective- 
ness. Every complainer should be just as good a diplomat as 
he can. It is profitable many times to buy or borrow diplomatic 
ability, if one is not skilled in that art. One should not make his 
letter so brief as to encourage a clerk to bury it out of sight; 
and, on the other hand, one should also take care not to bury 
the passenger agent’s clerk in the profusion of one’s words. 
At the same time, a reference to flowers and blue skies may be 
just the thing to give your letter the individuality necessary 
to secure for it the best attention. 





erage receives a good many favors to which it is not en- 
titled. Why should a passenger with a large and heavy trunk 
pay the carrier no more than does the man with a small suit- 
case, cared for by himself? Or, granting that the trunk should 
be carried free, why should the public demand 100 per cent. per- 
fection in the baggage department? ‘That is more than is at- 
tained by any department. These queries arise in a consideration 
of the complaints of numerous passengers who, in returning from 
their summer vacations, about September 1-5, have to wait a day 
or more for their trunks. We do not say that all or any queries 
of this kind should be answered unfavorably to the passenger; 
but they are worth examination. “In Europe they do these 
things differently” we are often told; but even in Europe Mr. 
Roosevelt had to attend a dinner in his traveling clothes because 
his trunk was delayed. Around Labor Day a large American 
passenger station has to increase its baggage-handling forces 50 
per cent. or more, and it is not strange that mistakes happen, for 
these added men are inexperienced. One manager admits that 
misbranding of baggage occurs from this cause. But what can 
be done? Can the passenger fairly ask that these extra men 
shall be trained in baggage-room work and kept on cail through- 
out the year? Not, we should say, unless he is willing to pay 
something for the accommodation. Again, it is to be remembered 
that baggage work requires not only skill but long experience. 
At a busy junction the check men must have a thousand obscure 
routes at their tongue’s end, for the passenger going to some 
distant small town asks him to do in one or two minutes a job 
that might reasonably demand three or five minutes, and scores 
of these passengers present themselves at once. Station men— 
ticket, baggage and freight—are so expert in making the prin- 
cipal combinations of routes and rates that their operations never 
fail to astonish passengers; and then they turn around and 
express surprise when the baggageman fails to do equally 
well in all his work; which would be possible only if baggagemen 
were geniuses, able to earn as many thousands as they receive 
hundreds. A large proportion of baggage delays are due to 
missing trains at junctions. A comprehensive remedy would be 
to allow longer time between trains for re-checking and to al- 
ways keep the baggage cars with the passenger cars; but would 
that be the best way? In a rush-period like that, when three 
weeks’ passengers return home in three days, delays are inevitable, 
and the problem is to meet these in the simplest way possible. 
Experienced travelers do it by carrying in their own hands enough 
clothes to get along without their trunks for at least two days. 
Is it unreasonable to ask the passenger to do this always or else 
to send a trunk or two by express a day before? The cost of 
expressage would be less than the cost of organizing a railway 
baggage service which could meet all emergencies. 





N short, it is fair—though it is very hard to convince the pas- 
senger of the fairness—to ask the public to put up with occa- 
sional inconvenience, in consideration of the low price that it pays. 
The difficulty of getting a passenger to put up with a slight loss 
on the ground that the system is the most economical for all pas- 
sengers will always be with us, no doubt. The public is being 
educated, in a slight degree, in accepting inconvenience for the 
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sake of economy, by the practice, which is growing on many 
roads, of running trains with small baggage space. Trains which 
formerly included a whole car now allot to baggage a half of a 
smoking car or even a smaller fraction; and suburban trains, 
with no baggage space at all are very common. The smaller the 
baggage space, the greater the liability of inconvenience to some 
one. A considerable sprinkling of passengers send baggage 
ahead voluntarily. Whether or not the railway can increase the 
number of these is a question. People whose demands on the 
carriers seem to be boundless grow no fewer as time passes, and 
the men who act as the advocates of that class of people are 
increasing at an alarming rate. The small merchant who suffers 
an injustice at the hands of a railway—perhaps‘a really or sup- 
posedly burdensome freight rate on the empty boxes that he re- 
turns to some factory—has no difficulty at all in getting the whole 
community to take up his fight. The merchants establish a 
bureau and the man whom they put at the head of it spends his 
days and nights in getting things from the railways. With the 
Interstate Commerce Commission, the state commissions, the 
railways that are ready to cut a rate to beat a competitor when- 
ever it can be done legally, and the advantages he enjoys from 
his acquaintance with his former associates, the railway traffic 
officers, it is a cold day when the “commissioner” cannot get 
something. Take, for example, the persistent opposition of cer- 
tain Chicago people to the railways’ efforts to reduce trunks to 
a reasonable size. They seem likely to carry their point by sheer 
persistency. We do not say that there is no justice in their de- 
mand for delay; but whatever the equitable decision is, or 
ought to be, those railway officers who are trying to adjust ques- 
tions of this kind on the basis of economy and the general good 
are likely to find that their method of treatment is too “academic” 
to be finally acceptable. The outcome is pretty sure to depend 
‘not on logic or philosophy, but on which side possesses the 
greatest powers of patience and persistency. 





BOSTON & MAINE. 

HE annual report of the Boston & Maine for the last fiscal 
year appears in changed form, both outwardly and in- 
wardly. Its pages have been amplified to correspond with those 
of the owning corporation, the New York, New Haven & 
Hartford, and the operating statements of the two systems 
are also made more nearly alike. As in the case of the New 
Haven, the Boston & Maine this year for the first time pre- 
sents a “combined” set of figures showing income and expense 
—that is to say, a combination of the parent company and its 
subsidiaries, the latter eight in number, though for some reason 
not explained, the important Maine Central is not included. 
The subsidiaries that are included are not large—indeed only 
raise, for example, the total operating increase of the main 
corporation ($44,815,084) to $46,624,409. A combined statement 
for all the New Haven lines, owned or controlled, however, 
may not have to wait for actual mergers, and in such a showing 
the magnitude of the whole system may be revealed. It may 
be noted in this connection, that the gross revenue of the New 
Haven (combined) of the Boston & Maine (combined) and of 
the Maine Central, amounts for the past year to $142,923,175— 
to which might be added the gross earnings of the Ontario & 
Western ($9,295,702) and large earnings of Massachusetts 
street railway lines which the New Haven through a holding 
company indirectly controls. Total gross revenue of all the 

properties is probably not less than $155,000,000. 

Coming back to the Boston & Maine, it is a unique property. 
It has an operated mileage of 2,290 miles and a single track 
mileage of 4,201. On this, its stock capital is low, being but 
$48,515,756, as shown by the general balance sheet, including 
new stock premiums; and its own mortgage, bonded and se- 
cured debt is but $43,849,000, and leased line debt about the 
same. Its gross earnings are about as large as its capital stock 
and about as large also as its own bonded debt. But it carries 
a heavy burden in its leases, with their fixed charges last year 
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of no less than $5,385,053. The system is largely made up of 
leased lines grouped about an original property relatively small. 
Its accumulated profit and loss surplus is but $2,284,912. Such 
a system, as regards its earning power, is peculiarly situated. 
The small margin called for by the dividend may easily rise to 
a large percentage for stock; and because it is small it may 
also be easily swept away. 

It was nearly swept away last year for a number of reasons, 
but, chiefly because of one—the increase in wages. Its gross 
earnings showed the handsome increase from $43,357,175 to 
$44,815,084, or $1,457,909, and that in spite of depression in the 
textile industries of the Merrimac valley and elsewhere. But 
maintenance of way and structures increased from $5,253,611 to 
$6,066,120; maintenance of equipment from $5,446,734 to $6,- 
248,435; and transportation cost rose from $19,075,788 to $21,- 
229,175. In this item the pay roll rose from $18,368,268 to 
$20,010,140, and the difference, $1,641,872, shows one direct in- 
crease of wages which itself alone would have been more than 
4 per cent. on the normal common stock. The result of the 
increases named, and minor ones, was the practical extinction 
of the surplus for dividends, which fell to $355,988 as compared 
with $2,850,621 in 1910. Dividends for the year amounting to 
$1,958,971 were, nevertheless, paid, $1,602,982 of the amount 
being made up out of net earnings of previous years. The 
profit and loss surplus of $3,610,423 in 1910 falls to $2,284,912, 
with the increased dividends as the prime factor of the decrease. 

Such a negative showing of an old dividend paying line 
reaches back to remoter causes. When the New Haven took 
control of the Boston & Maine some two years ago, it found 
a property, the condition of which may be almost described a& 
archaic. Its rolling stock in actual use illustrated the evolution 
of equipment through two decades, and many of its cars were 
historical object lessons for the railway student. On its out- 
lying parts, especially, not much of the big plant was up tu 
date, and complaints of travelers were as vociferous as those 
of the reformers over the intrusion of the corporation into New 
Hampshire politics. President Tuttle himself had emphasized 
the noxious fumes of the Hoosac tunnel, but it was left to 
President Mellen to eliminate them by the electric service now 
installed. The system as a whole needed rehabilition toward 
higher efficiency very much, as the New Haven itself needed 
it eight years ago, only more so; and the concrete fact was 
accented by popular outcry. The president himself has a re- 
fined sarcastic reference to the old conditions of the prop- 
erty when, referring to the reduction of the dividend from 6 
to 4 per cent., he says: “The road has been operated for sev- 
eral years with such strict economy that there remained but 
little, if any, margin for further savings.” 

The rapid progress toward higher efficiency is shown strik- 
ingly by the schedule of additions and betterments for the year, 
which total $10,993,859, new equipment alone reaching $6,- 
206,922. Apart from equipment, the five major items are: real 
estate, $877,496; electric power transmission, $640,142; shops, 
engine houses and turntables, $368,490; bridges, trestles and 
culverts, $358,815; and elimination of grade crossings, $329,483. 
How the equipment has been advanced—and incidentally, show- 
ing vividly the character of the old equipment—is shown by the 
addition of 155 steam locomotives and the retirement of 47; 
addition of 207 passenger, 20 combination, 2 baggage, 1,460 box, 
250 refrigerator, 5 coal, 40 flat, 12 caboose, 119 work cars and 
41 logging trucks; and, as against these additions, the retire- 
ments include 138 passenger, 1,016 freight and 154 work cats. 
The re-equipment of the system as well as betterments in other 
directions have obviously been radical. The betterments have 
been charged $8,516,737 to capital account, $2,396,683 to leased 
lines, and $85,437 to additional rental of leased roads. 

In connection with the increased pay rolls of the year which 
have played havoc with the surplus from dividends, it is inteT- 
esting to note that the increase of $1,641,872 exceeds the incre:\se 
of $1,521,513 on the New Haven system during the same y°ar 











Octoser 27, 1911. 





though the latter system and its force are much larger. This 
confirms the.epoint raised at the time of the Boston & Maine 
wage increase that its force had been receiving a lower wage than 
normal on other lines, and the increase was consequently larger. 

Considering the fact that the Boston & Maine is a system 
that is in the rebuilding, the year’s operation and results bring 
out some interesting features. Its ratio of operating expense 
to revenue, 72.27 per cent. in 1910, rises to 78.43 per cent. With 
the new efficiency it will be strange if this large ratio is not 
materially cut down and, perhaps, ultimately fall toward the 
New Haven’s present ratio of about 65.7 per cent. The com- 
pany came out well in the matter of taxes, which rose only from 
$2,076,880 to $2,089,905. Hire of equipment shows the consid- 


erable rise from $752,670 to $848,580—an item that ought to fall 


low hereafter with the use of the new equipment purchased. 
The most noteworthy event of the year indicating the cost of 
rehabilitating the system has been the issue of 106,637 shares of 
common stock, which at the end of the fiscal year had brought 
in $11,077,935. In its stockholdings the company still remains 


a Massachusetts corporation with 5,319 shareholders in that 


state owning 368,929 shares, and only 47,863 shares held else- 
where—but in that connection must be remembered the New 
Haven’s majority stock vested in its Boston Holding Company. 
The balance of the stock—except a small remnant—of the 
Worcester, Nashua & Rochester line, amounting to 12,689 shares, 
has been bought, and the old lease practically extinguished. 
With the merger, that company’s stock disappears from the list 
of stocks and bonds owned, which reduces from $11,619,463 to 
$8,846,626, the most important holdings being 55,514 shares of 
the Fitchburg, with ledger value of $5,488,304, and the Maine 
‘Central holding of 25,160 shares, with ledger value of $2,516,000. 
This last controlled property, which, whether regarded finan- 
cially or as a feeder, is a most important asset of the Boston & 
Maine, paying 8 per cent. on an original investment at par, 
may fitly have its showing for the fiscal year annexed to that 
of the controlling corporation. As in the case of its owner, it 
shows a large decrease in the net applicable to dividends, which 
fell from $662,487 in 1910 to $431,036 in 1911, and its surplus 
over dividends has been for the latter year but $32,884. A 
slight increase in operating revenues of $145,490 was a good 
deal more than offset by an increase in operating expenses of 
$466,261, of which $374,989 went to increase in the pay rolls. 
The property is to undergo extensive refinancing. The capital 
stock of $4,995,700 is to be practically doubled by a vote of the 
stockholders last July, and next year $5,000,000 more stock 
will be issued to provide in part for the maturity of the com- 
pany’s consolidated mortgage bonds and notes (together, $15,- 
484,000) and a new mortgage of $25,000,000 is to be placed on 
the property. In connection with these large financial operations 
appears the significant statement of the president: “It has been 
decided to reduce the regular dividend rate—now 8 per cent.— 
to a basis of 6 per cent., by reason of the uncertainty and agi- 
tation in regard to financial conditions prevailing throughout the 
country.” The extensive financing, together with expenditures 
of $2,397,872 for new equipment and of $2,867,225 for additions 
and betterments, outline on the large subsidiary much of the 
same process of modernizing that marks the Boston & Maine. 
The annexed table shows the principal figures for the opera- 
tion of the Boston & Maine in 1911 as compared with 1910: 
1911. 1910. 
2,290 


Mileage Gperated:...0.60656s00soecece 29 2,290 
Preight revenues o:. ise oscsc ae esens $25,891,481 $25,451,236 
Passenger revenue.......ccecccees 15,524,431 14,655,065 

Total operating revenue............ 44,815,084 42,680,707 
Maintenance of way aud structures 6,066,120 5,253,611 
Maintenance of equipment........ 6,248,435 5,446,734 
WR MMEEC 6 4 :k aXe Als ein 0 aI OE tS 54 4 500,350 544,016 
APOUSPOLCALION «oon sc o.0 0. 40006.0 8 0.6: 21,229,175 19,075,788 

Total operating expenses............ 35,148,703 31,336,324 

RMON casa sons 6.6 a's ed S's ao eee 2,089,905 2,076,880 

OPEPAtiNE INCOME: .6<.66:.00<a cc cwseee 7,644,711 9,991,230 

Gross corporate income...........+. 8,506,216 10,732,983 

Net corporate income.............. 355,988 2,850,621 

ee er 1,958,971 1,868,520 

ROUNIEMEY Si6 6 Sioa ne cae wis:es. ous emwe''ers *1,602,982 982,101 


— 


*eficit. . 
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NORFOLK & WESTERN AND CHESAPEAKE & OHIO, 
HEN the annual report of the Norfolk & Western for the 
fiscal year ended June 30, 1911, was made public a few 
weeks ago, showing a decrease of $1,300,000 in net corporate 
income and a surplus of only $576,000 after the payment of 5 
per cent. on the common stock, as compared with a surplus of 
$1,117,000 in the year before, there was no particular expression 
of either surprise or disappointment on the New York Stock 
Exchange. It is rather interesting, therefore, to note that when 
the Chesapeake & Ohio report was made public last Saturday 
there was a distinct expression of disappointment on the floor of 
the Stock Exchange, because the Chesapeake & Ohio showed a 
surplus of only $89,000 after the payment of 5 per cent. divi- 
dends on its common stock. Superficially, the difference in the 
way in which the two reports were received is easily explained. 
In the first place, the Norfolk & Western has a longer record 
of larger dividends earned and paid, while the Chesapeake & 
Ohio only paid 1 per cent. dividends from 1899 to 1909, and then 
the dividend rate was raised first to 4 per cent. and then to 5 
per cent. Moreover, the comparatively small difference between 
the surplus shown by the Chesapeake & Ohio and that shown by 
the Norfolk & Western does not correctly show the difference 
between what was earned net in that year by the two companies. 
The Chesapeake & Ohio made no charge to income for additions 
and betterments, while the Norfolk & Western charged $2,597,000 
to income for expenditures which the Interstate Commerce Com- 
mission classifies as additions and betterments. 

A more detailed comparison of the operation of the two roads, 
however, appears to indicate that what really happened in 1911 
in Chesapeake & Ohio operation was exactly what might have 
been expected by those familiar with the policy that is being 
pursued by the present management of the company, and probably 
the showing made by the road last year is neither a surprise nor 
a disappointment to them. The present management of the 
C. & O. bought control of the property after it had been sold to 
the banking firm of Kuhn, Loeb & Company by the Pennsylvania 
Railroad. The new management almost at once began a very 
much more aggressive policy, both from a financial standpoint 
and from the operating and traffic man’s standpoint. Control 
of the Hocking Valley was bought, and also a half interest in 
the Kanawha & Michigan, giving the Chesapeake & Ohio its own 
line to Toledo, and when the old Chicago, Cincinnati & Louis- 
ville was sold under foreclosure it was bought in by the Chesa- 
peake & Ohio of Indiana, and the line is now known as the 
Chicago line of the C. & O., and is operated as part of the main 
line of the C. & O. This year is the first in which the operations 
of the Chicago line are included with the C. & O. figures. There 
has been no such expansion and consequent strain on the Nor- 
folk & Western. Its control by the Pennsylvania and the con- 
sequent close traffic relations between the two roads make it 
unnecessary for the Norfolk & Western to have a line of its 
own either to the Great Lakes or to Chicago. When, therefore, 
a year of very much higher operating costs struck both the Nor- 
folk & Western and the Chesapeake & Ohio, the N. & W. could 
fall back on its reserve, while the C. & O. had little reserve 
to fall back on. The two companies might be likened to two men, 
one middle aged, with an accumulation of wealth, and one just 
beginning a business career. When these two men should come 
into financial difficulties, the older could draw on his reserve; 
the younger’s reserve really consists in his future. And this 
is true of the Chesapeake & Ohio; its reserve consists in its 
potential power to increase its earnings when the benefits of its 
expansion can be realized. 

There is hardly another pair of roads in the country that make 
as good a comparison, from the point of view of plant, business 
and capitalization, as the Chesapeake & Ohio and the Norfolk & 
Western. The accompanying map shows how closely parallel 
the two lines are between the Atlantic seaboard and Cincinnati. 
The profiles show that the C. & O. has somewhat the best of it 
as to grades. In 1911 the N. & W. operated an average road 
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mileage of 1,972 miles; the C. & O., 2,229 miles. In the case of 
the C. & O., this includes the Chicago line but not, of course, the 
Hocking Valley, which is operated separately, although shown on 
our map. Both the Norfolk & Western and the Chesapeake & 
Ohio are double-tracked the greater part of the way from Tide- 
water to Cincinnati. Here again, however, the C. & O. has a lit- 
tle the best of it, having 420 miles of second-track, as against 389 
for the N. & W. The N. & W., however, has 1,059 miles of sid- 
ings; the C. & O., 858. Mention is made in our Railway Con- 
struction news columns of the second-track work that is now 
under way both on the C. & O. and the N. & W. 

The Chesapeake & Ohio has $30,514 of stock outstanding per 
road mile owned and leased, $80,741 of bonds outstanding per 
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$11,000 per mile is subtracted. from the outstanding capitalization 
of the C. & O., the two roads are capitalized at almost exactly | 
the same amount per mile. With plant and capitalization so 
nearly alike, it is quite fair to compare the business handled and 
operating statistics. 

In 1911 the revenue from freight traffic on the C. & O. was 
$25,590,000,* and from passenger traffic, $5,513,000; on the N. & 
W. freight traffic amounted to $30,115,000, and passenger traffic 
to $4,184,000. Care, therefore, must be taken, in comparing 
operating statistics, to bear in mind that the passenger business 
on the C. & O. is relatively more important than it is on the 
N. & W. Last year the Chesapeake & Ohio carried 23,358,000 
tons, of revenue freight, an increase of 466,000 tons over 1910; 
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Equipment Corporation, which are guaranteed by the parent 
company and from which corporation the C. & O. rents the roll- 
ing stock by which the certificates are secured. It is, therefore, 
fair to treat their equipment certificates as a capital obligation of 
the C. & O., and the total securities outstanding per mile of road 
owned for the Chesapeake & Ohio amounts to $114,127. The 
Norfolk & Western has $48,886 of stock outstanding per mile, 
and $45,507 of bonds and equipment trust certificates, a total of 
$103,393 per mile. But, as has already been explained, the C. & 
QO. has an investment not only in its property but also in the stock 
and bonds of the Hocking Valley and the Kanawha & Michigan 
and other railway companies, and these securities are pledged 
under its mortgages. They are carried on the 1911 balance sheet 
at a valuation of $23,317,000, or about $11,000 per mile, and if this 
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mile, and $2,872 of equipment trust certificates of the C. & O. while the Norfolk & Western carried 25,828,000 tons, 


an increase of 416,000 tons over the tonnage carried in 1910. 
On the C. & O., 15,393,000 tons out of the total was bituminous 
coal, and on the N. & W., 15,468,000 tons was bituminous coal. 
In the case of the Chesapeake & Ohio there was an increase of 
319,000 tons in bituminous coal, while on the Norfolk & Western 
there was an increase of 1,482,000. The N. & W. carried a larze 
tonnage of coke also. Last year the tonnage of this commodity 
was 1,970,000, while the C. & O. carried only 308,000 tons of coke 
last year. In both cases the tonnage carried in 1911 was very 
materially less than that carried in 1910. The Norfolk & We:t- 
ern report does not divide the tonnage as between that ori«i- 
nating on its own line and that delivered to it by connectio»s, 


*In all cases where figures arg given for the C. & O. for 1911 they ‘n- 
clude the Chicago line, unless specifically stated otherwise. ; 
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but the C. & O. proper, not including the Chicago line, originates 
87.67 per cent. of its total tonnage, while the Chicago line origi- 
nates only 28.08 per cent. of its own traffic. There is, however, 
quite a large local traffic that is naturally tributary to the Chi- 
cago line, and it is the expectation of the management to de- 
velop quite a large business for this line from its own territory. 
The N. & W. divides its traffic as between local and foreign; 
and, of the 25,828,000 tons carried, 2,183,000 tons was foreign 
business destined to foreign lines, and 23,645,000 tons was what 
is called local business, being either from foreign lines to local 
points, from local points to foreign points, or from one point 
on the line to another. 

It is hardly fair as yet to compare traffic figures for the Chesa- 
peake & Ohio lines, including the Chicago line, with the Norfolk 
& Western, because of the physical condition of the Chicago line, 
but comparing the figures for the C. & O. proper with the 
N. & W. we find that the total number of revenue tons carried 
one mile was 5,853,000,000, in 1911, a decrease of 4.4 per cent.; 
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consisted of 6,797,000,000 ton miles and 194,000,000 passenger 
miles, with 23,323,000 total locomotive miles, an increase of 
just 1 per cent. over the locomotive mileage of the year before. 
The Chesapeake & Ohio, including the Chicago line, handled its 
business, which, including the Chicago line, amounted to 
6,083,000,000 ton miles and 253,000,000 passenger miles, with 20,- 
732,000 locomotive miles. Here, apparently, the C. & O. makes a 
considerably better showing. The C. & O., including the Chi- 
cago line, had at the end of the year 780 locomotives, 343 pas- 
senger train cars and 42,868 freight and work equipment cars, 
while the Norfolk & Western had 991 locomotives, 402 passenger 
train cars and 42,655 freight. and work equipment cars. The 
total tractive power of all locomotives for the C. & O. was 
27,197,197 lbs., and for the N. & W., 34,282,399 Ibs. 

It was increased expenses that cut into the net of both the 
Norfolk & Western and the Chesapeake & Ohio. The total for 
each class of expense is given in the tables at the end of these 
comments, but it is of interest, in comparing the two properties, 
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Profile of the Main Line of the Chesapeake & Ohio. 


while the total ton mileage of the N. & W. was 6,797,000,000, 
an increase of 1.1 per cent. over the previous year. The average 
haul on the C. & O. last year was 251 miles, and on the N. & W. 
263 miles. The fact is, however, that the C. & O. average haul 
decreased by 6 per cent., while the N. & W. was shorter by only 
about one-half of 1 per cent. Freight density on the C. & O. 
wis 3,010,000 tons, and on the N. & W., 3,447,000 tons. The 
average revenue per ton per mile of all freight was 4.17 mills 
for the C. & O., and 4.43 mills for the N. & W. The C. & O. 
gives its coal revenue per ton mile separately; last year the 
average was 3.22 mills. 


‘he average revenue train load on the C. & O. was 683 tons ‘in* 


191', and on the N. & W., 643 tons. In the case of the Chesa- 
Peae & Ohio, this train load is revenue tonnage. The Norfolk 
& \Vestern report does not say whether it includes company 
freisht or is revenue tonnage only. The N. & W. gets an 
ave-age of 36.44 cars per train, and the C. & O., 37.3. The 
N. & W. has 22.17 loaded cars in the average train, and the 
C.& O. has 23.1. 


The Norfolk & Western last year handled its business, which 





to take certain details of expenditures and compare them on a 
track mileage basis. The Norfolk & Western last year spent $26 
per track mile for ballast; the C. & O., $57. The N. & W. spent 
$196 per mile for ties; the C. & O., $186. The N. & W. spent 
$113 for rails; the C. & O. only $49. These are items which 
show materials bought, and the increased cost of labor does not 
enter into them to any great extent. In 1911 the C. & O. laid a 
total of 20,110 tons of new rail, as against 23,629 tons the year 
before; the N. & W. laid 26,485 tons in 1911, as against 25,086 
tons in 1910. The N. & W. does not give the class of rails laid 
last year, but the C. & O. laid 6,194 tons of 100-Ib. rail, something 
over 9,000 tons of 90-Ib. rail, and about 4,400 tons of 85-Ib. rail. 
The Chesapeake & Ohio put 1,087,000 ties in track last year, as 
against 952,000 the year before; and the Norfolk & Western put 
1,191,000 in 1911 and 982,000 in 1910. The C. & O. put a total of 
458,000 cu. yds. of ballast under track in 1911 and 562,000 in 1910; 
the N. & W. put 581,000 cu. yds. under track last year and 418,000 
the year before. 

Apparently, heretofore the standard weight of rail for the 
Norfolk & Western has been 85-Ib., for, out of the total 1,543 
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miles of first track, 1,309 was laid with 85-lb. rail. The present 
standard on the C. & O. is 100-lb. rail, and of the total 1,172 miles 
of first track of the C. & O. proper, excluding the Chicago line, 
461 miles is laid with 100-lb. rail, 126 with 90-lb. rail and 354 
with 85-lb. rail. The Chicago line is at present largely laid with 
70-lb. rail. From these figures it is evident that the standard of 
maintenance on both lines is high, and apparently neither the 
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forces down as well as the N. & W. The expenses for roadway 
and track, which are largely made up of the cost of placing 
material in track—in other words, almost entirely labor cost— 
amounted to $424 per track mile for the C. & O. in 1911, and to 
$411 for the N. & W. The increase over the previous year for 
the N. & W. was only about 5 per cent., while the increase for 
the C. & O. was 6 per cent. 
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Profile of the Norfolk & Western. 


Chesapeake & Ohio nor the Norfolk & Western felt that they 
could afford, even in a year of higher expenses, to lower their 
standard in any way. 

Increased labor cost, however, either bore down on the Chesa- 
peake & Ohio harder than it did on the Norfolk & Western, or 
else the C. & O. was not able to keep the number of its track 





_ The total cost of transportation on the N. & W. last year was 
$10,673,000, an increase of $603,000 over the previous year; while 
on the C. & O., transportation cost $10,044,000, an increase of 
$1,535,000. It must be remembered, however, that the figures for 
1911 include the Chicago line and do not include this line in 1910. 

As to present financial condition: The balance sheet o! the 
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Chesapeake & Ohio shows cash on hand amounting to $9,371,000, 
with total working liabilities of $5,037,000; while the Norfolk & 
Western has $5,454,000 cash on hand and total working liabilities 
of $3,567,000. The N. & W., however, has no bonds or notes 
outstanding falling due before 1922, and then only an issue of 
$600,000 5 per cent. bonds; while the Chesapeake & Ohio has 
$16,000,000 secured gold notes which are due in 1914. Both com- 
panies, however, have amply provided themselves with means of 
financing future needs, the C. & O. having authorized $125,000,000 
first lien and improvement mortgage bonds, maturing 1930, none 
of which have been issued; and the N. & W. having authorized 
$50,000,000 convertible bonds and a corresponding amount of 
common stock into which these bonds are convertible. 

A detailed comparison with the N. & W., when taken in con- 
nection with an understanding of the policy of the present man- 
agement of the C. & O., hardly justified the disappointment 
apparently shown on the New York Stock Exchange when the 
C. & O. report was made public, and certainly does not justify 
any surprise at this showing. The figures for the year show two 
things clearly: First, that the expected benefits of expansion have 
nct as yet been realized, and any one who knows the condition 
in which the Chicago line was in when the C. & O. took it would 
have been surprised if much result had been shown this year. 
The other is that, despite the present burden that the C. & O. is 
carrying, the maintenance of the property was fully up to its 
former standard and appears to be on the whole as high, and in 
some respects higher, than the Norfolk & Western. It will be 
recalled that both the N. & W. and the C. & O. had a shorter 
average haul last year than the year before. The decrease, how- 
ever, was more notable in the case of the C. & O. than in the 
N. & W., and it seems probable that this simply indicates that 
the Chicago line had not been put in shape last year to handle 
the through traffic that might be expected to be given to it, both 
destined to Chicago from C. & O. territory and from Chicago to 
C. & O. territory. Probably a good deal of money will still have 
to be spent on the Chicago line before it is by any means up to 
C. & O. standard. 

The Hocking Valley, on the other hand, is generally believed to 
be in first class shape, and as soon as that company’s legai 
difficulties are entirely straightened out, the Chesapeake & Ohio’s 
investment in it should prove of great value to the company. 

The following table shows the figures for operation of the 
Chesapeake & Ohio for 191}, as compared with 1910. In 1911 the 
figures for the Chicago line are included, but are not included in 
the 1910 figures. 





1911. 1910. 
Average mileage operated .......ccccccecscees 2,229 1,937 
WPOUy TOVONUC 6.0 .si66500 o0.6 00.4.6 0008 60 eeiee $25,590,027 $24,901,200 
Passepger revenue ........... as 5,512,932 5,002,205 
Total operating revenue .......... -. 32,583,411 31,237,169 
Maint. of way and structures ......... coos 4,141,572 3,391,032 
DRGIME, OL GUBININERE ore .o:6 6:6:4)6 0:6:0 05. 0:0:0:6'0:0:0:0 615,338 535,208 
eer errr err ir ere 10,044,173 8,509,434 
Total operating expenses .......ccsccsecccecs « BY,793,615 18,936,699 
CO ere er en . 1,065,853 873,744 
OTR MMCEAAE AERISIMNE 6 55 560. ays a6 4-005. C00 4 9 OO TOYS « 9,723,943 11,426,726 
Gross COrporate INCOMES. 6.6 6660s ccsevecseteee 11,284,757 12,588,091 
Neb COMPOrave’ INCOME. .06.0<0 00505400 0060seee 3,228,285 6,290,586 
SPEND, GK TSS xn OWORS TS 4510 55 ENA eee 3,139,625 2,668,617 
| ER ee a a eer ee eT 88,600 3,621,969 


The following table shows the figures for operation of the 
Norfolk &.Western for 1911, as compared with 1910: 






1911. 1910. 

Average mileage operated .........eeeeees waek 1,972 1,945 
FPYGiIght TEVENUME o.ocicc eo ccceceeews sees cas $30,115,483 $30,037,796 
Passenger TeOVENUE 2... .cseseccscesecevers 4,184,246 3,924,890 
Total operating revenue .......-+eseeeeeeeeee 35,557,522 35,063,870 
aint. of way and structures..........++- 4,328,717 3,752,045 
Maint. of equipment .......cccccsccccecs 5,638,842 5,951,907 
J i ere rer reir ere rh 586,716 551,806 
Transportation :....cccccscccevccsvescccce 10,672,624 10,069,726 
Total operating expenses .......eeeeeeeeeeeeee 22,958,280 21,046,760 
Dames Sacer isda sis 4,6 0-40 080d g OSS MONS 1,320,000 1,118,965 
Net operating income ......-.eeeeeeeeceeeeeee 11,297,242 12,898,146 
TOSS COrporate INCOME .....-e eee eeeeeeesens 12,581,689 14,044,353 
Net corporate income ..... Sabai a ian ark ee ee we 7,740,379 9,043,165 
\dditions and betterments .... wate 2,597,109 3,573,598 
WTOEEEOEE, aioe. ah a his ceed ROR Gwe eee Commas 4,560,806 4,352,511 
SUSAR? ss io ines 40-0 a0: 0's6:0 0 6018 Se o.sieid seo 8 8 0:0 . 576,465 1,117,056 





*Includes $148,000 in 1911 and $138,000 in 1910 payment to Pocahontas 
Coal & Coke Co. on account of deficiency of sinking fund and interest on 
'\. & W.-Pocahontas joint bonds 
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THE ARROGANCE OF GRAND CHIEF STONE. 


HERE has come to the Railway Age Gazette a copy of an 
extraordinary and startling communication which was sent 
on September 2 by Warren S. Stone, grand chief of the Brother- 
hood of Locomotive Engineers, to the heads of the branches of 
this organization on the Harriman railways and the Illinois Cen- 
tral, and by them transmitted to members of the brotherhood 
employed on these lines. The text of the communication is as 
follows: 


“Our attention has been called to the pending strike of the federated 
shop employees on the Harriman Lines, and we have been asked to explain 
the duties of our members, particularly members holding official positions, 
should a strike be declared. As you no doubt know, it has always been 
the policy of this organization to remain neutral during a strike of any 
other organization. Our members should continue to perform their usual 
duties, but must not, under any circumstances, take the place or do the 
work of strikers. We have never understood that it is any part of an 
official’s duty to do work in or about the shops; therefore, members holding 
official positions cannot do the work or take the place of strikers without 
violating the laws of the organization. When an engine fails on the line 
of road it is clearly the duty of the men in charge of it to make such re- 
pairs as are necessary to get the engine to the terminal.”’ 


The significance of this can be appreciated only by those 
knowing who are the “officials” referred to. On many roads, 
including those where the federated shop employees recently 
struck, the pick of locomotive engineers are promoted to travel- 
ing engineers, or, as they are known on some roads, road fore- 
men of engines. Their duty is to instruct locomotive enginemen 
in their duties, exercise a certain amount of supervision over 
them, and do all they can to promote locomotive efficiency. They 
are as truly officers of the railway as the division superintendent 
or the general manager. They are as much bound to perform 
all their duties to it that may be assigned to them. Under the 
unit organization on the Harriman Lines some of them have the 
title of “assistant superintendent” and, in the absence of as- 
sistant superintendents having other matters especially in charge, 
are the superiors of all operating officers and employees below 
their rank, including shop employees. 

After their promotion as travelling engineers they commonly re- 
tain their memberships in the Brotherhood of Locomotive Engi- 
neers. As members of the brotherhood, a secret order, they are 
obliged to obey the instructions of its grand chief and other offi- 
cials. As officers of the roads they are obligated to obey the or- 
ders of all their superiors in the railway service. While their grand 
chief is instructing them that they “should continue to perform 
their usual duties, but must not, under any circumstances, take 
the place or do the work of strikers,” their superior officers on 
the railways must and do require them to do everything they 
can to help the roads to continue to perform their duty by main- 
taining public service, even to doing the work of strikers. 

No man can serve two masters—not, at least, when they give 
directly conflicting orders. Therefore, Mr. Stone’s communi- 
cation compels traveling engineers to choose whether they will 
put first their allegiance to the brotherhood or to the railways. 
It will be noted Mr. Stone does not say they must either with- 
draw from the brotherhood or resign from the railways. He im- 
plies they are to retain their railway offices and their brother- 
hood memberships, and take their orders regarding the perform- 
ance of certain of their duties as railway officers from him. But 
railway managers cannot long allow any officers of their compa- 
nies to retain memberships in a secret organization, from whose 
chief, instructions issue explicitly requiring them to violate their 
duties as railway officers, or in future risk promoting members of 
that organization to official positions. If Chief Stone’s order 
stands and the heads of other railway brotherhoods should take a 
similar position, members of railway brotherhoods must be cut 
off from all chance of promotion to official positions. 

The instructions issued by the Grand Chief of the Brother- 
hood of Locomotive Engineers were secret. It is fortunate in- 
formation of them came to railway officers and that the Railway 
Age Gazette is able to make them public. Otherwise railway 
managers might have found subordinate officers whom they were 
relying on to help them deal with the strikes working against 
them; and the public might never have learned of the extent 
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to which the arrogance of the heads of railway brotherhoods, 
in attempting, without assuming any of the responsibilities, to 
exercise the authority of railway management, now goes. If 
Grand Chief Stone’s order had bound only members of the 
brotherhood who are not railway officers, the case would have 
been different. But it evidently was intended primarily to bind 
railway officers. Such action by one entirely without responsi- 
bility to railway corporations or the public, is intolerable alike 
to the railways and the public. It illustrates a tendency of -rail- 
way brotherhoods to try to dominate the entire transportation 
industry which must be resisted to the last extremity by rail- 
way managements and the public for their common protection. 
The railways have been subjected to detailed regulation. How 
can the public properly or effectively hold their managers re- 
sponsible for the way the carriers serve it, if officials of the 
railways are to receive their orders, not from the railway man- 
agers, but from the heads of labor organizations? 





CHICAGO, BURLINGTON & QUINCY. 
HROUGH economies in the cost of maintenance of way, 
maintenance of equipment and traffic expenses, and a hold- 
ing down of transportation expenses, in spite of the increase in 
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Maintenance of way and structures last year cost but $12,400,- 
000, as against $15,730,000 the year before; maintenance of equip- 
ment cost $14,760,000 last year, and $15,060,000 the year before. 
The fact that business, both passenger and freight, was less last 
year than the year before would affect to some extent cost of 
maintenance of equipment, but it would have only a very slight 
effect on cost of maintenance of way and structures. On the 
other hand, the increased wage scale would tend to make these 
costs, for both equipment and structures, higher, even if no more 
work were done in 1911 than in 1910. With a road like the 
Burlington, it is almost inconceivable that maintenance charges 
would be scaled down to the detriment of the property, and we 
must conclude, therefore, that the effect of past improvements in 
both right of way and equipment has put the Burlington in shape 
to be maintained more economically. This conclusion is strength- 
ened by the fact that large sums have been spent in previous 
years both for maintenance and for additions and betterments. 
Since June 30, 1907, $13,580,000 has been spent for additions and 
betterments to the property from income alone. In 1911, $11,030,- 
000 was spent for additions to the property, of which $4,830,000 
was charged to income and the remainder to capital account. 

There are no detailed figures for the sums spent for main- 
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wage scale, the Burlington was able to show an operating income 
of $25,570,000 in 1911, as compared with $21,720,000 in 1910. After 
appropriating $4,830,000 for betterments and paying the regular 
8 per cent. dividends, the company had a surplus of $3,150,000 
for the year, as against $1,110,000 the year before. This result 
was obtained in spite of smaller freight revenue and only very 
slightly larger passenger revenue. The Chicago, Burlington & 
Quincy Railroad Company is controlled jointly by the Northern 
Pacific and the Great Northern. Almost the entire stock of the 
Burlington is deposited to secure collateral trust bonds guaran- 
teed jointly by the Northern Pacific and the Great Northern. 
The Burlington, therefore, has only two large stockholders. This 
is the reason, probably, that the annual report of the company 
is so meagre as to details; the chief interest that can be found 
in the figures given lies in the light that they throw on the effi- 
ciency of operation of the road. 


ington & Quincy. . 


tenance of way, equipment, etc., given in the annual report. Some 
indications, however, of economies, especially in the ccst of con~ 
ducting transportation, are given by the traffic statistics. 

The total number of passengers carried one mile last year was 
1,173,000,000, a decrease of 16,000,000 from 1910; the number 
of tons of freight carried one mile totaled 7,116,000,000 in 1911. 
a decrease of 319,000,000 from 1910. Freight locomotive miles, 
however, amounted to 18,340,000 in 1911, a decrease of 2,330,000 
miles from 1910. This is a decrease of more than 10 per cent. 
Passenger locomotive miles totaled 17,700,000 in 1911, and 17,880,- 
000 in 1910. It is very seldom indeed that a road can decrease 
its passenger locomotive mileage in proportion to a temporary 
decrease in passenger business. The reasons for this are, 0! 
course, obvious. The decrease, however, in the freight locomo 
tive mileage presumably accounts to a considerable extent for th 
saving in transportation expenses, because, as was pointed ov! 
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before, while transportation expenses amounted to $28,540,000 in 
1911: and to $28,340,000 in 1910, trainmen’s wages, etc., were so 
considerably higher during the whole of 1911 that there must 
have been actual economies in this department to prevent ex- 
penses from running up 6 or 7 per cent. higher than they were 
the year béfore. 

The Burlington’s train load is that of a Hill road. In 1911 the 
average was 406 tons, an increase of 25 tons over the average 
in 1910. Although it is not stated in the report whether this 
is revenue train load or revenue and company freight, the figures 
are high for a road with the large branch line mileage the Bur- 
lington has, and the gain over the previous year is notable. The 
average number of loaded cars per train was 23.61 in 1911 and 
22.44 in 1910; the average number of empty cars was 10.15 last 
year and 9.28 the year before. 

The average haul was 251 miles in 1911 and 267 miles in 1910; 
and the average receipts per ton per mile were 8.16 mills in 1911 
and 7.83 mills in 1910. It is just possible that the Burlington is 
havirg a certain amount of through business taken away from it 
by competitors this year, which would account for the shorter 
average haul; and some color is lent to this theory by the fact 
that the Burlington is making especial efforts to establish new 
through routes for freight. In our comments on the Colorado 
& Southern’s annual report, published last week, mention was 
made of the new route which the Northern Pacific and the Burl- 
ington will have from the Northwest to the Gulf, when the con- 
necting link is built on the Colorado & Southern between its Fort 
Collins branch and its Wyoming division, and when the Burling- 
ton has built a line from Thermopolis, Wyo., to Orin Junction. 
The Burlington now has in operation a line from Kirby to Therm- 
opolis, and last year $2,260,000 was spent on the extension from 
Kirby to Powder River. Track is laid on 14 miles of grade south 
of Thermopolis and grading almost finished on 82 miles more. 
Another extension which the Burlington has made which should 
give it new traffic relations is the line from Herrin, IIl., to Met- 
ropolis, on which $730,000 was spent last year, but which was 
opened for business on October 15, 1910. Arrangements have now 
been made by which freight is transferred across the Ohio river 
to Paducah, Ky., giving the Burlington an outlet into southern 
territory and putting it in a better position to compete with the 
Harriman Lines which deliver freight to the Illinois Central, the 
Illinois Central having a line to Paducah. 

The following table compares the operations in 1911 with 1910. 


1911. 1910. 
Average mileage operated ...........ececesees 


9,072 9,023 
BOING TOVONUS 56 isle iniccoe: 46 6% sees peices $58,033,243 $58,224,537 





PARNPOMOY TEVENUE 6.008006 tia eos ec aee oes 22,552,567 22,380,306 
Total DNSTAGNe LEVENUS® ... ..6.056.5.0:9 6.56 0:0: siesieeie's 88,272,208 87,869,517 
Maint. of way and structures..........+-. 12,406,279 15,725,461 
Maint. of equipment ..............06. .. 14,761,138 15,057,165 
(PASSES re amie rae ee centages ee 1,581,805 1,654,452 
EN ON OAR eee eee 28,543,205 28,340,052 
Total Operating EXPENSSS § 2.60660 cescccsecescs 59,541,926 63,010,965 
RARBG GO ete o io vate a5 Set db 8 4-6 OE Rare 551 3,049,124 2,970,727 
MIPERGtete ROOOMNO: oie WAG aoa aw oTERSN 4 e Re0 ee 25,574,069 21,723,533 
SrOSG GPSTAUN WICOME® «.os's <.010:6.4.6.610:0:6:4 505s elerece 27,748,768 24,247 .227 
INGE COPBOPAE TRCOMIE: 6 ios d.5'4-655:0' 08% or6 455.0169 3.0 ep00 16,843,763 13,308,746 
Appropriated for betterments ..........-...ee0+ 4,826.755 3,329,006 
EE ae Oe ee AA ei 8,867,128 8,867,128 
ROUT MIEN ease sore ce Obs ele Wis OWENS Gible OS Kis eDE TOS pes 3,149,880 1,112,612 
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Proceedings of the Western Railway Club for 1910-11. Published by the 
Western Railway Club. Secretary, J. W. Taylor, 390 Old Colony Bldg., 
Chicago. Cloth, 6 in. x 9 in., 358 pages. 


Tie work of the Western Railway Club during the past year 
has been of varied interest, and the value of the papers and 
di-cussions compares favorably with that of previous years. 
T'e principal papers and discussions relate to automatic ccn- 
ne-‘ors for air brakes, signals and steam train pipes; the new 
Cu nmerce Court; locomotive flue failures; re-working old ma- 
terals; the standardization of chilled iron wheels; car inter- 
change in the Union Stock Yards district, Chicago; electrifi- 
cat:on of Chicago railways. There are also included the usual 
report on the rules of interchange, the secretary’s report, list 
of .ccessions to the Barnes Library, and a list of the members 
wit: their addresses. 
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Letters to the Editor. 





POOR PASSENGER SERVICE AND PUBLIC CO-OPERA- 
TION. 





October 20, 1911. 
To THE EpiTor OF THE RAILWAY AGE GAZETTE: 

Reading your editorial note of October 6, concerning the duty 
of the public to co-operate with railway officers to secure ef- 
ficiency, it occurs to me that you may be interested in an ex- 
perience of mine last summer; and I enclose a letter which I 
wrote to the general passenger agent of the railway on which 
I had my troubles. No railway officer, nor any one else, can 
correct faults until they know that such faults exist; and from 
my experience I believe that railway men generally would be 
glad to be informed of deficiencies in their service and to remedy 
those deficiencies, so far as they can. M. 


[The letter to the general passenger agent, referred to above, 
says that Miss M. and three other ladies began about the middle 
of June to engage their sleeping car berths and steamboat state- 
rooms, to avoid crowds. They went to the city ticket office 
and made known their wishes to the young man there. When 
the interview was nearly finisned, he deserted the ladies to talk 
with a printing contractor (about printed matter to be used a 
year hence). The ladies became impatient and concluded to go 
to a rival road, but just then the young man then came back, 
made the necessary notations and agreed to advise by telephone. 
After a week, Miss M. called him up and found that he had 
made the reservations but had not notified her. For the steamboat 
connection he gave her no tickets, but simply told her to tell 
the purser the numbers of the staterooms. This arrangement 
proved to be useless; for on arriving at the boat the ladies had 
to wait until all the other passengers had been attended to 
and then, after two hours, secured some staterooms which 
someone else had given up. On the third stage of the journey, 
no reservations at all had been made, although the three pas- 
sengers had honestly thought they had settled the matter in 
June, three weeks before. Other passengers were found in 
equally unpleasant situations. One lady of advanced years 
could secure no bed at all on the boat until another woman, 
learning of her predicament, shared her berth with the one 
who was in straits. Other cases are mentioned. 

On the return trip, Miss M. had to wait five weeks for one 
piece of her baggage, finally getting it when, she says, she had 
convinced the railway people that she would make life miserable 
for them until she got satisfaction. In the meantime she had 
to spend $7.65 to replace some of the: missing clothing. These in- 
cidents she rehearsed to the general passenger agent, in a detailed 
and carefully worded letter; she got her money back and re- 
ceived a visit from the general passenger agent. And so she 
thinks it is proper to give him credit. However, she tells us 
not to publish his name. 

In her letter,, Miss M. discusses at some length the movement 
among railway officers for the promotion of efficiency, as looked 
at by the public since Mr. Brandeis has exploited that subject; 
and she tells the G. P. A. that beautifying station grounds and 
furnishing flowers for the tables in the dining cars cannot. al- 
ways fill the bill. Economy of construction, maintenance and 
operation is all right, but it is also important to keep the pas- 
sengers pleasant. “Every one loves flowers, of course, but what 
good do they do ata railway station if you fear that the con- 
ductor will put you off the train if your ticket is wrong; or 
what satisfaction is there in any amount of beauty if you have 
to sit up all night because your berth reservation has been in- 
correctly made? What good are emerald banks rising to skies 
of Italian blue, or flowers on a dining-car table, if your heart 
is beating with the fear that, when you go to call for your 
trunk, it cannot be found?”] 
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LOCOMOTIVE EFFICIENCY AND CONDITION REPORTS. 





BY N. D. BALLANTINE, 
Superintendent Car Service, Rock Island Lines. 

What is the motive power situation on your road? How many 
railway managements really know the correct answer to this 
question? How can they unless an accurate current record is 
made of the service obtained from their power in such a way, 
and in sufficient detail, that it may be correlated and intelligently 
analyzed? Is there any branch of the transportation department 
more important than that having to do with the proper distri- 
bution and use made of the motive power? Are not the roads 
as a whole deficient in compiling data along this line? There 
is a need for more information as to the real efficiency being ob- 
tained from the motive power; and for comparative purposes 
as between railways, or as between divisions of a given road, 
it is desirable to have such data prepared along uniform lines. 
Most roads are spending considerable money in an endeavor 
to obtain correct car reports, and a good part of the telegraph 
facilities are being utilized in obtaining the details and trans- 
mitting the summaries to the general and division offices. Is 
the same proportion of energy and money being spent to secure 
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Fifth: Lack of uniformity with reference to including engines 
assigned, or available, thus injecting the bad order feature. 

As a general proposition, too many reports are being made, 
such as they are. They close at various times of the day, have 
various bases, and are not susceptible of being checked, nor are 
they checked, for accuracy. If a comprehensive report were 
required, which closed at midnight and included all the mile- 
age made during the calendar day, accounting for each engine 
assigned for each hour of the day regardless of whether it was 
available for service, bad ordered, in engine house, shops, O. K., 
or white-leaded; and which analyzed the time it was in the hands 
of the mechanical department and the transportation department 
—the time it was in the hands of the latter being divided 
between the periods at terminals and between terminals—such 
a report would make practicable an intelligent analysis and 
estimate of the efficiency obtained, and would indicate the 
remedy for any bad condition that might be disclosed. 

Following is an outline of the principal points the average 
railway management should know about its power; some of the 
items, however, are variables depending on local conditions, and 
may be kept separately or included in the miscellaneous column: 
Mechanical Department Detention: In shops for heavy re- 
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Mechanical Department Telegraph Report of Power Detention 
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Round House Foreman. 





Size of Form 8% x 11% inches 


Yardmaster or Agent. 








prompt and reliable information covering the use of locomotives? 
I do not think so. 

Much of the locomotive data now produced by the average 
superintendent as to the average miles per day, mechanical and 
terminal detention, is unreliable and of little or no value for 
comparative purposes. It is of little use for comparisons, not 
only between different roads, but between different divisions of 
the same road. There are a number of reasons for this condition, 
among which the following are the principal: 

First: Failure to-check the reports in detail so as to ac- 
count for each engine assigned to the division during each hour 
of the twenty-four in a day. 

Second: Variations in methods, some roads eliminating from 
their counts the engines held in engine houses 24 hours or more 
for repairs, and others allowing for varying engine house de- 
tentions. 

Third: Failure to close the report at a specified hour enabling 
a ready means of checking, but instead using the hours and 
mileage made during a calendar day. 

Fourth: Lack of uniformity with reference to including or 


excluding regularly assigned engines. 


Mechanical Department Form for Engine Detentions. 





pairs; in shops for light repairs; in the engine house; on the ash 
pit, and the total time held. 

Transportation Department Detention: At terminals: to pro- 
tect the regular trains; to protect the stock rains; to protect 
fruit, vegetable or meat trains; on account of superior trains 
interfering; on account of insufficient tonnage; main line ob- 
structions due to wrecks, washouts, etc.; rest for the crews; 
call time—when the engine is reported ready in less time than 
is required to allow crews for the call; miscellaneous; total time 
held at terminals. Between terminals: meeting trains; station 
work; track conditions; 16-hour law; wrecks, derailments, 
washouts, etc.; block signals; equipment failures, locomotives; 
equipment failures, cars; weather conditions; miscellancous; 
total time between the terminals. 

To show how the above data may be obtained in operation 
with a minimum amount of labor and expense, the forms to 
be used are given herewith, together with some of the infor- 
mation to be filled in, and the instructions which are printed on 
the backs of the forms. The mechanical department report, 
Form C. T. 107A, is used for information which nearly all roads 
now gather. It will be noted that telegraphic symbols are put 
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at the top of the columns, so that when the report is transmitted 
to the despatcher’s office it will be so tabulated that all delays 
in the hands of the mechanical department, to a given engine, 
regardless of the point at which it occurs, will be combined 
and, as far as the engine house foreman can determine, the 
direction in which the power is next to be used will be shown. 
Space is also provided for the joint signature of the engine 
house foreman and the yardmaster, thus providing a check on 
the time the power is interchanged. This is essential, as the 
yardmaster has to take up and account for the power at the time 
the mechanical department releases it, or vice versa. If other 
reports are eliminated this report should not entail any addi- 


tional work other than that required for more closely checking 


the time the engine is received and released. 
The following are the instructions for the use of Form C. T. 
107A: 


This report is to be made by the mechanical department and approved 
as to total time held by a proper representative of the transportation 
department. " 

It is to be made in triplicate; the original to be mailed to the chief 
despatcher of the division and a carbon copy to be sent to the telegraph 
office for transmission by wire as early as practicable after midnight, unless 
otherwise instructed. 

Engines listed should be arranged in column B in numerical order by 
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department, as shown on its Form C. T. 107A, column G. The time 
forwarded should agree with the train register as to the time the engines 
left the terminals. 

Under heading Analysis of Detention show in the proper columns the 
number of hours and minutes the power is actually held. It is assumed 
that the chief despatcher will advise the party in charge of the power at 
the terminals when the engines, after being OK’d, are not ordered on 
account of various factors shown, so as to enablé the report to be properly 
made up, and put the party in charge of the power in possession of full 
information concerning its detention. 

Under the heading To Protect Regular Schedule the following example 
will illustrate the manner in which this column should be used: Engine 
1900, assigned to a fast freight run, is OK’d at 10.15 a. m., but its 
schedule provides for leaving at 6 p. m.; then this column would show 
3 hours and 55 minutes detention. 

In the case of stock, an engine which may be held on account of an 
uncertain number of cars of stock, or for fruit, vegetable or meat extras, 
should be shown in the same manner as if being held for regular trains, 
but under the proper column so that the detention on account of stock 
can be separated from that due to other classes of traffic. It is not the 
intention, when fruit, vegetables, meat or stock are handled in regular 
scheduled trains that they shall be shown as separate items, but only when 
handled as extras. 

f an engine to protect a regular train is held after its regular leaving 
time in order to protect stock, fruit or meat, this delay should be shown 
under the proper heading rather than in the column headed Regular 
Schedule. 

In the column headed Superior Trains should be shown detentions which 
occur by reason of a knowledge on the part of the despatcher that a train 
permitted to leave at the time the engine is OK’d would not make anything 
by attempting to get over the road because of having to meet other trains 
or would be unable to get out of the way of higher class trains following 
it within a short time. 

Column headed Rest for Crews covers cases where engines are assigned 





















































































































































¢ 1 (C. T. 107-B.) 
Yardmaster’s Telegraph Report of Power Detention 
To Chief Dyspr....0 0 Mere eee eee Sid 
Fe EE. i eae 
For MoveMent WEST oR SOUTHBQUND 
On Hand or Total Analysis of Detention 
To Protect M L. 
Class Obstructed Rest 
o Eng. Time Time Hours Regular Fruit, Veg. | Superior Insuffic. | Wrecks, for Call 
Sve. | Number Recd. Ford Held Sched. Stock or Meat Trains Tonnage | W. O., &c. | Crews Time Mcls. 
A B AF AG AH AJ AM AQ AU AX BA BF BH BJ 
Wr7e| /7oe0 | fofa| 2--p| FS" | JIS 
East on NorTHBOUND. 
GA GB GZ HA HB HF HT AK HN HS HW HZ JB JF 
La 
Size of Form 9 x 12 inches, 
Yardmaster or Agent. 











Yardmaster’s Report of Engine Detentions. 


groups, according to the class of service; namely, local and branch runs, 
dead freight, and fast freight. 

Time received and released by mechanical department should be the time 
the engines are placed on a designated track agreed on as a delivery point 
for such engines and when returned to a designated track by the mechanical 
department. 

The sum of the hours shown under heading Analysis of Detention should 
agree with the figures in the column headed Total Time Held. 

The report should be signed and agreed to by representatives of the 
mechanical and transportation departments. ‘ 


The yardmaster’s report, Form C. T. 107B, accounts for the 
total time the power is in the yardmaster’s possession. The tele- 
graphic symbols at the heads of the columns bring this part of 
the information into the despatcher’s office on the large blank 
in the proper space opposite to the given engine number and on 
the same line with the mechanical department data. This is 
also information which is usually kept, but seldom in such de- 
tail; with this form it should not entail much, if any, additional 
work, 

The following are the instructions for the use of Form C. T. 
107B: 

This report is to be made in triplicate; the original to be mailed to the 
chief despatcher of the division, and the duplicate to be filed in the telegraph 


ence for transmission by wire as soon after midnight as practicable. 
“ngines should be arranged in column B in numerical order by groups, 


according to the class of service; namely, local and branch runs, dead 
freight and fast freight. : : 
lime received should agree with the time released by the mechanical 


to certain crews and although OK’d by the mechanical department cannot 
be used until the crew has had the required allowance for rest. 

Column headed Call Time covers a case where the interval of time 
between the advice from the mechanical department that the power will 
be OK’d at a given time is less than the time required to call the crew. 
For example, at 10 a. m. the mechanical department advised that an 
engine would be O. K. at 11 a. m., but the crew could not be called before 
2 m., thus resulting in the loss of an hour’s time. 

In the column headed Miscellaneous, show all other items of delay not 
otherwise accounted for. 


The conductor’s report, Form C. T. 107C, accounts for the 
total time the engine is on the road on each trip, or from leaving 
time until midnight; in the latter case a second report is made 
covering the remainder of the trip after midnight, thus giving 
a definite closing time for the report regardless of where the 
engine may be. As the report closes at midnight, ample time is 
given for the data to be transmitted by wire, tabulated by the 
receiving operator and summarized before the superintendent 
usually reaches his office in the morning. Conductors generally 
make a report of delays, but instead of sending it in the form of 
a message, they make it up on a standard form, frequently 
saving time in telegraphing and putting it in such shape that all 
delays of similar nature can be tabulated with a minimum 
amount of labor and their total easily determined. Provision is 
also made for accounting for loss in efficiency by reason of re- 
ductions in tonnage caused by unusual conditions. This infor- 
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mation, if properly used, may afford a basis for placing a cash 
equivalent opposite such factors and will readily reflect the 
bearing they have on the total cost of operation. 

Following are the instructions for using Form C. T. 107C: 


This report is to be made in triplicate; the original and a carbon cop 
are to be filed in the telegraph office promptly on arrival at the terminal, 
or at the first telegraph office reached after midnight, it being understood 
that when trains are on the road at midnight two reports shall be made 
for the run, one to cover the time between leaving the terminal and mid- 
night, and another from midnight to the time of arrival at the terminal. 

Under the heading Analysis of Delays shall be shown the total delays 
as they actually occur, whether the train reaches its destination on time 
or not. The headings are self-explanatory, except, possibly, the column 
headed Equipment Failures, the intention being to cover under that head, 
delays due to engine failures or cars with hot boxes, draw bars pulled out, 
or other similar mechanical defects. 

Under the heading Tonnage Set Out Short of Train Terminal Destina- 
tion, should be shown, in the proper column as to the cause, the total 
number of tons and the distance such tonnage would have moved had the 
emergency not arisen, multiplying these two factors together to give the 
ton-miles lost. 

Under the heading Miscellaneous give any other information which is 
considered of special interest with reference to delays in transit. 


Form C. T. 107 is the blank used in the despatcher’s office on 
which the receiving operator can directly tabulate the data as 
transmitted by the division offices, or as obtained from the con- 
ductor’s delay report; it will be noted that in reality this blank, 
in addition to showing the utility of the motive power, contains 
a condensed train sheet where all the principal delays to trains 
can be analyzed either in detail, or as a whole. In the preparation 
of the blank for the reception of the information it may, of 
course, be lined up in the way that would be desirable to meet 
the local requirements—that is, entirely on a numerical order 
basis, or separated as between local, dead and time freights, 
with each class of engine arranged numerically. 

After the various reports have been received, they should be 
checked to see that each locomotive is accounted for during 
each hour of the day, and that the analysis of the various de- 
lays corresponds with the total time shown on the various re- 
ports. After this the various columns may be added for the 
totals, which latter are, of course, all that the division super- 
intendent or higher officer should need, unless he desires to 
analyze in detail some condition which is reflected as needing 
attention. The same blank may also be used for tabulating the 
totals by days for each division by classes. For example, if the 
reports are to be classified as between local, dead and time 
freights, three sheets will be needed for each division for each 
month, and by returning the blanks to the telegraph office each 
night the receiving operator can tabulate at once without extra 
work or delay. After having a few days’ reports recorded, he 
will be less likely to make errors, because he will have some 
general figures to guide him. 


TABLE FoR CONVERTING Locomotive Hours anp Decimats oF Hours INTO 
Locomotive TractivE Errort Hours (1n THOUSANDS) FOR A 
Locomotive oF 25,000 Pounps TracTive EFFort. 


Loco. T..E. Loco. T. E. Loco. T. E. Loco. T. E. Loco. T.E 
Hrs. Hrs. Hrs. Hrs. Hrs. Hrs. Hrs. Hrs. Hrs. Hrs, 
Kis Sei 5.0 125 10.0 250 15.0 375 20.0 500 
1 2.5 a So 1 252.5 a 6377.5 -1 502.5 
4 5 2 130 2 255 2 380 -2 505 
- 7.5 3 132.5 3 257.5 3 382.5 2 307.5 
4 10 4 135 4 260 4 385 -4 510 
5 12.5 5 iss 5 262.5 5 387.5 5 $12.5 
6 15 6 140 6. 265 6 390 6: $15 
© 17.5 7 142.5 7 267.5 7 392.5 J $17.5 
8 20 8 145 8 270 8 395 8 520 
9 22.5 9 147.5 9 272.5 . 2 S875 3D $22.5 
1.0 25 6.0 150 11.0 275 16.0 400 21.0 525 
+ 27.5 , 2525 l B75 -1 402.5 Ai $273 
= 3 30 2 155 2 280 2 405 -2 530 
3 32.5 3- 1525 3 282.5 3 407.5 3 532.5 
.4 35 4 160 4 285 4 410 & $35 
> 37.5 5 162.5 5 287.5 5 412.5 SS S375 
-6 40 6 165 6 290 6 415 -6 540 
7 42.5 7 167.5 7 292.5 7 417.5 f. S425 
& 45 8 170 8 295 8 420 -8 545 
9 47.5 9 172.5 9 297.5 9 422.5 -9 547.5 
2.0 50 7.0 175 12.0 300 17.0 425 22.0 550 
a Ses 1 177.5 1 302.5 «1 427.5 -l 552.5 
Be 55 2 180 2 305 2 430 a - $55 
so 6675 3 182.5 3 307.5 3 432.5 3 Sbr5 
4 €0 4 185 4 310 4 435 -4 560 
5 62.5 5 187.5 we AS 5 437.5 -5 562.5 
-6 65 6 190 6 315 6 440 6 565 
wv SS 7 192.5 7 x75 7 442.5 7 567.5 
8 70 8 195 8 320 8 445 -8 570 
9 72.5 9 197.5 9 322.5 9 447.5 9 572.5 
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Loco. T.E. Loco. T.E Loco. T. E. Loco. T. E. Loco. T. E, 
Hrs. rs Hrs: Hrs Hrs. Hrs. Hrs. Hrs, Hrs. ° Hrs, 
3.0 75 8.0 200 13.0 325 18.0 450 23.0. 575 
77. 202. sl 327.5 «1 452.5 el 577.5 

2:. 80 2 205 -2 330 -2 455 2 580 
3 82.5 3 207.5 ee a 3 457.5 3 582.5 

4 85 4 210 4 335 4 460 4 585 
5 87.5 5 212.5 <> .san.8 5 462.5 5 587.5 

6 90 6 215 6 340 6 465 6 590 
7, 925 7 217.5 Jt .34235 7 467.5 7 592.5 

8 95 8 220 8& 345 8 470 8 595 
9° 97.5 9 222.5 9 347.5 9 472.5 9 597.5 
4.0 100 9.0 225 14.0 350 19.0 475 24.0 600 
1 102.5 1 227.5 ji .- 3525 1 477.5 1 602.5 

2 105 2 230 a 55 2. 480 2 605 
3 107.5 3° 2325 33 ‘357.5 3 482.5 3 607.5 

4 110 4 235 4 360 4 -485 4 610 

5 112.5 5 237.9 3. 202.5 5 487.5 5 612. 

6 115 6 240 -6 365 6 490 6 615 

7 117.5 7. 2425 <4 (367.5 7 492.5 7 617. 

8 120 8 245 8 370 8 495 8 620 

9 122.5 9 247.5 9 3725 9 497.5 9 622.5 

TABLE FOR CONVERTING MINUTES INTO DECIMALS OF AN Hour. 
1 to 3 minutes..... Do not count. 34 to 39 minutes.......... .6 hour. 
4to 9 minutes.......... -1 hour. 40 to 45 minutes.......... .7 hour. 
10 to 15 minutes..... weae -2 hour. 46 to 51 minutes.......... -8 hour. 
16 to 21 minutes.......... -3 hour. 52 to 57 minutes.......... -9 hour. 
22 to 27 minutes.......... -4 hour. 58 to 60 minutes.......... 1.0 hour. 
28 to 33 minutes.......... -5 hour. 


Of course the question of working out the tractive effort 
hours in the despatcher’s office is optional. However, this is 
the only basis upon which the real measure of efficiency can be 
determined. Actual experience has shown that by the use of 
conversion tables such as are given herewith, the time required 
for such conversion is nominal. Fifteen or 20 minutes is enough 
for this work on a division with about forty freight engines of 
four or five different tractive efforts. It should, of course, be 
understood that such a table would be needed for each different 
size locomotive on the division, but by grouping ‘all the loco- 
motives of the same size, and adding their various delays, and 
making one conversion for the total instead of for each item, 
considerable time may be saved. 

The part of the work requiring the most time is getting those 
who make up the details to correctly account for the full time. 
It is essential to know what every engine is doing each hour out 
of the 24. The expense of preparing such a report would not 
generally be more, and in many cases would be less, than that 
of preparing the present conglomerate mass of locomotive data. 
The expense of the additional work (if it is found to be addi- 
tional) will depend on whether, under local conditions, it can be 
taken care of by the present force, or whether occasionally an 
extra clerk may have to be put on to take care of it. In the 
division office where the tabulation and summarization is made 
it should not require (assuming an assignment of approximately 
40 freight engines and the running of 25 to 30 trains per day) 
over 5 or 6 hours of the time of a bright boy who knows how 
to make additions quickly and accurately. 

Let any officer distributing power between several divisions 
ask a division superintendent about October 1: “How many 
engines can you spare?” The information he would get in 
response to such a query would not relieve much of a con- 
gestion. If there is a congestion to relieve, he must arbitrarily 
order engines away from some division. Which division he 
shall take the engines from is largely a matter of guessing on 
his part, because of the lack of sufficient current data to enable 
him to act with definite knowledge; and unless he orders speci- 
fically by engine numbers, selecting engines which are known to 
be in good condition, the chances are that the division receiving 
the power will really be burdened by having to haul the engines 
received “dead’ to the shops for repairs. 

Of course, it is impossible to officer a railway with men who 
see things exactly alike; and in many ways this probably is a 
good thing; but it is not impossible or impractical to prepare 
a report as suggested and show just what is done with the 
motive power, so that the chief despatcher, trainmaster, supe'- 
intendent, general superintendent and general manager have 
before them each day the details or the summarized, results. ‘1! 
having similar information, each can draw his own conclt- 
sions from an analysis of the data. If, however, one or more 
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o the officers are. of the class that do not believe in theorizing from 
> iistics—preferring to theorize from practical observation or ex- 
r rience, probably because of past failures to reconcile statis- 
tal data—this should not prevent us from preparing the data 
;: as to reflect the real situation. The officer preferring to 
t’ corize from practical experience is not to be censured, because 
he has probably been working with disjointed and unreliable 
si itistics, 

My idea is that with a comprehensive, correlated and relia- 
bie report the practical man will be able to agree with the so- 
called theorist; the real trouble having been that the theorist 
has to take the figures given him at their face value, while the 
practical man knows they are unreliable; having perhaps pre- 
pared them himself does not necessarily mean that the data is 
reliable, and, if it is, has the efficient and sincere officer any- 
thing ‘to fear by letting the facts go to headquarters? No! I 
believe further that is no better way for the new or inexperi- 
enced superintendent to attain efficiency than by having it 
understood down the line that he will stand for almost any- 
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service. Again, there is a congestion to clear quickly, they will 
give widely varying answers to the questions whether there 
should be a reduction or increase of tonnage per train; whether 
engine crews should be pooled or assigned; whether the engine 
house or shop facilities or force, or both, are adequate for the 
present or for additional power; whether the coaling and water 
facilities are adequate for present or additional power; whether 
the track conditions are such that they would warrant a higher 
speed if the tonnage per train were reduced; whether the side 
track facilities are adequate for the present number of trains 
or more; whether it is advisable to run freight train in “fleets” 
or to string them out, the answer in each case depending on the 
individual’s opinion as to whether delays caused by the meeting 
of trains would be increased or decreased by a change, and 
as to whether delays to power at terminals would be increased 
or decreased; and whether double heading on any part of a 


division is economical. 


I cannot help believing that the local man with data, kept 
during dull as well as busy periods, and competent along the 
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Conductor’s Report of Engine Detentions. 


thing except deliberate misrepresentation or the rendering of 
misleading reports. To ignore or wink at these things will in 
time be his undoing. 

Can we not, then, sum up the matter of reports as follows: 
Will the report be of value to anyone? Can it be prepared in 
such a way as to be of value to more than one officer or depart- 
ment? If it is worth while making at all, it is worth while 
naking carefully, a check being provided to assume its ac- 
curacy and provision being made for tabulation or graphic 
charts that will disclose its true significance. An explanation 


or «alysis should be made by the party directly interested in 
the Jata which should correspond with what the data shows. 
If i: does not, the basis of the report is wrong, the reports them- 
Selves are wrong, or the analysis is wrong. It should not take 
long io find the real trouble. 


Msy able railway men hold diametrically opposite views 


with reference to the methods which should be pursued to ob-, 
4 iven results under given conditions. _ For. example, they 
iffe: 


widely as to what type of engine is best for any given 





lines suggested, would be able definitely to answer many of 
these questions and defend his answers; and that he frequently 
would be able to put a monetry value opposite to most items, 
enabling a proper deduction to be made to the best place to 
spend money to operate more economically ; and this is of course, 
the real object of keeping such data. A few moment’s study of 
such information would enable a superintendent to know what 
is being done with his power; what the train and engine mile- 
age amounts to; how the trains are getting over the road as a 
whole; and thus keep his attention on the principal variable fac- 
tors in his transportation expense. By tabulating the data, a 
ready comparison may be made of each factor and any unusual 
conditions affecting the general results may readily be located 
and its bearing on the whole situation determined. The fact 
that there are so many factors involved, to my mind emphasizes 
the importance of correctly producing them and comparing 
definite data, rather than to make a rough guess or to depend 
on recollection of ‘details. Can there be any question about the 
wisdom of a division officer having boiled-down facts promptly 
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placed before him so that he can at a glance know the following: 

Per cent. of time the power is utilized between ter- 
minals. 

Per cent. of time the power is in the hands of the me- 
chanical and transportation departments at terminals. 

Average speed of trains between terminals. 

Total miles made by locomotives. 

Average miles made by locomotives including and ex- 
cluding those in shops. 

Effect of delays due to the meeting of trains on the 
average miles per hour between terminals, or of any 
other of the various factors that may be kept covering 
unusual local conditions. 
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A sample of the results which can be quickly shown is given 
below; this may be worked out daily, weekly or monthly, as 
desired: 
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Track conditions, per cent 
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Block signals, per cent 
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Locomotives, per cent 
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ANALYS! 


All of this information and more can readily be compiled 
by a clerk between midnight and 7:00 a. m. from such a report 
as is outlined in this article, so that a division officer can readily 
locate the particular item in the operation of his division, 
which is varying or has a vital bearing on the cost or net 
results. 

The advantage of such a record to either the practical man, 
or to the so-called theorist, is that it would enable him quickly 
to demonstrate the value or lack of value of any particular plan 
tried on a division. Local conditions are so dissimilar that 
comparisons between divisions are apt to be valueless; but this 
record could be made of inestimable value as a means of com- 
paring the division with itself; and doubtless in many instances 
it would surprise an officer whose recommendations for im- 
provements had been acted on to find that the additional facili- 
ties afforded had so slight a bearing on the final results that in 
the light of more complete data it would have been better to 
have applied the money in some other direction. 

There are times on all roads when the maximum business is 
offering and all facilities are being taxed to their limit, that 
questions of vital import arise with reference to the method 
by which the maximum tonnage may be moved within a given ised 
time, and while there can be no question that full tonnage trains atupeas 
is the direction toward which operating officers must look to 
obtain economy, there must be a happy medium, and this happy 
medium cannot be the same over all divisions. Each division 
must be treated as a unit and its peculiarities taken into ac- 
count if the best results are to be obtained; and such infor- 
mation as I have indicated, in the hands of any one competent goss 
to analyze it, would quickly indicate the proper procedure. 
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To show how such knowledge may be used to determine the 
best plan to follow, let us assume the following conditions: 


Division, 100 miles long. 

Freight engines, average 25,000 lbs. tractive effort. 

Seok freight rating, 1,000 gross tons. 

Average speed of trains between terminals, 10 m. p. h. 
Average delay to power at each division terminal, 12 hours. 


Question: Would a reduction of tonnage to 800 tons, or 20 
per cent. enabling trains to make an average speed of 15 
m. p. h. between terminals, result in an increase or a decrease 
in the gross ton-miles moved per day per locomotive in the di- 
rection of traffic; their being no change in the average delay at 
terminals? 

Answer: A decrease of 3,600 gross ton-miles moved per day, 
or over 6 per cent. would ensue. 

Question: Would there be an increase or decrease in loco- 
motive miles per day? 

Answer: An average increase of 16 miles, or over 14 per 
cent. 

It is quite evident that unless a material reduction in terminal 
delay to power is obtained concurrently with the inauguration 
of such a practice, the expense will materially increase, and 
there will be an actual decrease in the movement. 
ever, a reduction of terminal delay can be effected by reason of 
lighter tonnage while on the road and a shortening of the time 
consumed between terminals, let us see how it would work out 
with all conditions the same as in the preceding example, ex- 
cept an average terminal delay of 10 hours instead of 12 hours. 

Question: With a reduction of 800 tons, an average speed of 
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men, fuel, oil, water, supplies, proportion of loss and damage, 
wrecks, etc., amounts to 35 cents per train mile, then the ad- 
ditional train miles, 36, would cost $12.60 more per day per 
locomotive, which amount deducted from the increased gross 
earnings per day leaves a balance of $1.44 net per day. 

To illustrate that these same percentages of variation do not 
apply to a division of a different length, I have worked out in 
the accompanying table the same kind of a comparison on a 
division 150 miles in length. 

100-Mile Division. 150-Mile Division. 


Average Average 
Miles Terminal Delay. Terminal Delay. 
; ; : cl ere ae 

Daily basis, per locomotive. hour. 12hrs. 10hrs. 12hrs. 10hrs, 
Average time between terminals 

in direction of traffic......... 5.4 hr. 6.6 hr. 
Average time between terminals 

in direction of traffic......... 4.2hr. 4.8 hr. 5.4 hr. 6 hr. 
Average locomotive miles per day 

in direction of traffic........ 10 54 mi. 66 mi. 
Average locomotive miles per day 

in direction of traffic... ...... 15 63 mi. 72 mi. 81 mi. 90 mi. 
Average locomotive miles per day 

Choth iveCtions) 0.066.060.0060: 10 108 mi. 132 mi. 

Average locomotive miles per day : 

CBOOUD ‘GITECHIONS) oc ceccccewcs 15 126 mi. 144mi. 162 mi. 180 mi. 
Increase in miles per day...... *? 16mi. 36 mi. 30 mi. 48 mi. 
Cost increase train miles at 35c. 

ce eer ere $5.60 $12.60 $10.50 $16.80 
Average gross ton miles produced 

per day per locomotive in di- 
rection of traffic: 
Basis 1,000 gross tons per train 
SIE a grade aoe 68 sya sched Haj ores 10 54,000 66,000 
Basis 800 gross tons per train 
WES a fe vurae cence eee ae ta 15 50,400 57,600 64,800 72,000 
Increase or decrease, gross ton 

WMEUEE oie giihelamard tise ae sine are SNe —3,600 +3,600 —1,200 -+6,000 
Increase or decrease, revenue o 

gross ton (basis 3.9 mills)...:. .. —$14.04 +$14.04 —$4.68 +$23.40 








COMPARATIVE STATEMENT OF CONDITION OF FREIGHT POWER. 
January 1, 1911, vs. January 1, 1910. 


January 1, 1911. 
A 


January 1, 1910. Increase (+); Decrease (—). 
ie eS 

















. T. P.in 1,000 Ibs. | T. P.in 1,000 Ibs. T. P. in 1,000 Ibs. 
— my a FF 
Number Per Cent. Aver- Number Per Cent. Aver- Number 
Locos. Total. Grand Total. age. Locos Total. Grand Total. age. Locos Total. Per Cent. 
S5OHG) BOE 12 MIOWEIW 6 6. 6:0:0 0:50 4:0 h0 ade eaten es 35 1,047 34.2 29.9 a9 975 35.3 27.8 uae + 72 + 7.4 
“Good f0F “G MORMB. .cccsccctcescaws sueae ae 835 27.3 26.9 29 785 28.4 27.0 + 2 + 50 + 6.3 
GSUOR MOE” “DS PRORUIB 6 0c cco osie 500 aksaeinwesaeee's 15 397 12.7 26.4 18 461 16.7 25.6 — 3 — 64 — 16.1 
: Total good for 3 months or more......... 81 2,279 74.4 28.1 82 23221 80.4 27.0 —1 + 58 + 2.6 
n Service: 
Needing heavy repairs......csscecsesecees 3 76 2.5 25.3 6 165 6.0 29.1 — 3 — 89 —117.1 
Needing light repairs......cccesceccs Pea 1 20 PY 20.0 1 1S 5 15.0 Pi + 5 + 33.3 
- Total serviceable .....cseccsessscecsseces 85 2,375 145 27.9 89 2,401 86.7 26.9 — 4 — 26 — 1.1 
Jaiting: 
BOE ORNS HOGAN sib. oiead es os Me eeeewowesas 8 252 8.2 31.5 3 82 3.0 27.3 + 5 +170 +207.3 
Or THE LOSING were hin erece opie sie Ncaee weve awe 1 26 23 26.0 wise stairehs dace eked + 1 + 26 or 
MA MEMRTIBIT os erernie ae wR Ula Ss 1S Weis GaN COOSA 13 387 12.6 29.7 9 265 9.6 29.4 + 4 +122 + 46.0 
MOONMGMENOG | 5 ciiss04.0 00 eaNe es sae SeeaNaaRes 1 23 8 23.0 1 15 a 15.0 aes + 8 + 53.3 
Total amserviceable ....600sccscseweces <a 2 688 22.5 29.8 1 362 1k a 27.8 +10 +326 + 90.1 
CO ort a eee ree ren 108 3,063 100.0 28.3 102 2,763 100.0 27.0 + 6 +300 + 10.9 





| 





15 m. p. h. between terminals and an average terminal delay of 
10 hours, would there be an increase or decrease in gross ton- 
miles per day per locomotive as compared with the full tonnage 
trains, 10 m. p. h. speed and 12 hours terminal delay? 


Answer: An increase of 3,600 gross tons one mile, or over 
‘6 per cent. 
Question: Would there be an increase or decrease in loco- 


motive miles per day? 

Answer: An average increase of 36 miles, or over 33 per 
‘cent, 

Question: In the case just cited, would the increased ex- 
pense of train mileage equal or exceed the increased revenue 
produced by the locomotive per day. 

Answer: This of course depends on the average earnings 
per net ton-mile and the expense per train mile after elimi- 
nating overhead expense and fixed charges. 

Ii we assume average earnings of 9 mills per net ton-mile, 
and that the net ton-mileage on the road is 43 per cent. of the 
gross, it would be equivalent to average earnings per gross ton- 
mile of $.00387, or 3.9 mills, 3,600 gross tons one mile would, 
at ihe rate of 3.9 mills per gross ton, equal an increased earning 
of “14.04 per day, this being based only on the traffic moving 
in (he direction of the greatest volume of movement. 

Svppose the expense for wages of engineers, firemen, train- 





A comparison of the condition of motive power is also of 
considerable value and below is shown a method which appeals 
to me as of value in this respect, in that it shows not only 
the number of locomotives, but the total tractive effort thereof. 
The report should be compiled from data prepared by the me- 
chanical department as to the physical condition of each loco- 
motive on the first. of each month showing: Good for 12 
months; good for 6 months; good for 3 months; in service need- 
ing heavy repairs; in service needing light repairs; waiting shops 
for heavy repairs; waiting shops for light repairs; in shops 
undergoing repairs and condemned. 

An analysis of the report shows that with an increase of 
the equivalent of 6 engines with an aggregate tractive effort of 
300,000 Ibs., or 10.9 per cent., there is 1.1 per cent. less power 
available for service; there is 46 per cent. more in the shops 
and 207.3 per cent. more held outside of shops awaiting heavy 
repairs. If, under these conditions during January an increase 
of 10 or 15 per cent. in gross ton-miles was moved, it would 
clearly indicate an increased utilization of the power; or, if 
business was not moved as well as last year, it would clearly 
point out that all of the increased power acquired by the pur- 
chase of new engines and some of the old power had been ab- 
sorbed by the increase in bad order power, and, therefore, that 
really a smaller amount of power was available for service. 
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GOVERNMENT REPORT ON FORT WAYNE 
DERAILMENT. 


H. W. Belnap, chief inspector of safety appliances, has made 
to the Interstate Commerce Commission a report on the de- 
railment of passenger train No. 28 on the Pennsylvania Lines 
West of Pittsburgh, at Fort Wayne, Ind., August 13, in which 
4 trainmen were killed and 22 trainmen and 38 passengers were 
injured, 17 of the injured trainmen being dining-car or sleep- 
ing-car employees. This accident was reported in the Railway 
Age Gazette September 15, page 502. We give the principal 
facts brought out by Mr. Belnap which were not given in our 
earlier account. The account printed September 15 says that 
the two engines, backing from Fort Wayne west to get the 
disabled train, were stopped at a point near where the derail- 
ment afterward occurred and that both of the engine crews 
looked over the layout at that place. Mr. Belnap’s report 
makes no mention of this. He is silent also as to the testi- 
mony to the effect that fire was flying from the brakeshoes at 
the rear of the train just before the derailment. The report 
gives many particulars of the location and circumstances, but 
for the lack of a diagram these cannot be made clear to one 
unfamiliar with the location. 

The company reported the accident by telegraph on the 14th 
and safety appliance inspectors Smith, Coutts and Archer ar- 
rived at the place the next morning. The representatives of 
the Interstate Commerce Commission acted jointly with the 
railroad commission of Indiana. Mr. Belnap took part in a 
hearing held September 7. The testimony of engineman Ma- 
lone, who had charge of the leading engine, and who was badly 
injured, was taken in a hospital, September 13, by Commissioner 
Payne and Chief Inspector Scott of the state commission. 

The train had traveled the last 36 miles in 33 minutes and 
it is scheduled over this part of the road at the rate of 124 
miles in two hours. 

The two eastern-division engines were sent west from Fort 
Wayne by order of the assistant trainmaster (whose name is 
not given). Engineman Malone in his testimony said that 
the depot master came to the engine and gave him the order. 
Malone asked for a pilot and the depot master said “all right.” 
Later, at the office, Malone asked “Mr. Richardson” (title not 
given) for a pilot, and he said that none was needed. At this 
point the testimony seems to indicate that the engines went 
west for a part of the way on the eastbound track, but there 
is no explanation of this, and the statement is not clear. Ma- 
lone had not been over this part’of the road for nearly two 
years, and the other engineman not since September, 1910. It 
will be remembered that the only formal information which 
had been given to Malone, as to the crossover which must be 
passed at reduced speed, was a bulletin order which he had 
signed ten days previous. His testimony indicates that he had 
forgotten about this order; but he must have had some notion 
of the situation, for he says that to his fireman, who had been 
over the road “a little while previously,” he said, “What do 
you know about this track?” The fireman replied, “It is all 
right to Broadway and fifteen miles an hour from there in 
[to Fort Wayne].” It is impossible to make out from the 
report whether this information given by the fireman was or 
was not correct. Malone says that he shut off steam and tried 
the air approaching the “Junction.” The location of the Junc- 
tion, however, is not clearly indicated and this testimony ap- 
pears to be rather indefinite. 

Mr. Belnap here goes into a long discussion of the rules for 
testing air brakes and finds that the test made when these en- 
gines were coupled to the train was not thorough, and that 
the road does not require enginemen to make a running test— 
that is, to test the brakes after the train has run a short dis- 
tance from its starting point. He concludes that “no one has 
any positive knowledge” as to whether or not this train had 
air brakes in good working condition. At the same time there 
is nothing to indicate that there was any failure of air brakes, 
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or that, if there was such failure, it contributed to the disaster. 
Malone says that he applied the emergency brakes when he saw 
the sharp curve ahead of him, but apparently this was too late 
to be of any benefit. (Nothing is said in the government re- 
port as to the testimony of the surviving fireman of the second 
engine, that he warned his engineman of the excessive speed 
approaching the crossover, and that the engineman signaled to 
the leading engine to slacken speed.) There was no slow- 
board to indicate approach to this short temporary crossover; 
but the practice of the road is said to be to set up slow-boards 
where the route is in any way obscure or difficult to locate. 
Although order No. 83, requiring low speed at this point, had 
been issued August 1, and signed for by these engineman eleven 
days before the accident, there was another order, No. 86, to 
go into effect on the day following the accident, which was 
signed for by these men only about three hours before the 
disaster happened. According to this later order (evidently 
announcing change in tracks), schedule speed was to be al- 
lowed at the place of the accident at nine o’clock on the morn- 
ing of the 14th. 

This part of the Pennsylvania Lines is’ equipped with auto- 
matic block signals, but, because of the track elevation work 
a short section, including the point where the derailment oc- 
curred, is worked by the manual block system. 

The speed of the train is believed to have been 65 miles an 
hour. Several six-wheel trucks were “buried entirely in the 
rock ballast.” To the steel cars can be attributed the fact that 
not a passenger lost his life and only one was seriously in- 
jured. 

Mr. Belnap’s conclusions are that the engineman in control 
of the train was unfamiliar with the track; that he failed to 
observe the low speed rules; that no signal or slow-board was 
provided to indicate the location of the short crossover and 
therefore that the signals and rules were not adequate; that 
there was no official knowledge that employees regularly and 
promptly acknowledged bulletin notices by their signatures; that 
the air brake tests are not adequate; that in this case the air 
brake testing rules were not properly complied with; that 
notice of conditions like these here found should be given by 
train orders and slow-boards; that enginemen should not be 
required or permitted to run engines of passenger trains over 
unfamiliar tracks except with a competent pilot; and that all- 
steel passenger cars should be required to be used in high 
speed trains “at the earliest practicable date.” He also repeats 
his recommendation, made in the case of the derailment at 
Bridgeport, Conn., in July, that automatic stops should be in- 
stalled generally, and that on high speed tracks not having au- 
tomatic stops trains should be signaled to proceed over a short 
crossover only after they have been brought to a stop. 





FOREIGN RAILWAY NOTES. 


The Railways Standing Committee of Victoria has recommended 
to the legislative assembly the extension of the Swan Hill Rail- 
way through Hyah to Piangil, about 29 miles, at a cost of 
$420,500. It is said that the line will ultimately be continued 
to Narrong, near the junction of the Murray and Murrunbidgee 
railways, so as to serve the Balranald district of New South 
Wales. 


Final plans for the extension of a branch of the Central of 
Brazil Railway which will connect the station, G. Portella, om 
that railway with Vassouras on the Spaucahy Railway, also for 
the extension of a short line to Itacurussa have been approved. 
One of the most important of the recent extensions on the Cen- 
tral is to be a branch to Monte Claros, 37 miles long, and tv 
cost $800,000. Twenty-one miles of the line running north fron 
Lafayette are to be changed to broad gage in accordance wit': 
the general plans for the standardization of the main line 0: 
the Central of Brazil running into the state of Minas Gerae- 
from Rio de Janeiro. 
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SWEDISH STEEL. s 





At the meeting of the New York Railroad Club, held on 
the evening of Friday, October 20, A. R. Roy read a paper on 
Swedish Steels, the intent of which was to show the superiority 
of that brand of steel over others on the market. The early 
portion of the paper was devoted to an historical statement 
of the development of irons and ‘steels ending with data showing 
the high regard with which Swedish steels have been held in 
the markets of the world for the past one hundred and seventy 
years. 

Nature gave Sweden the best iron ores in the world. It 
would appear that the chemical amalgams inherent in the ore 
in the state of nature are such that when the ore is worked 
it imparts to the final product qualities not to be found in 
other irons, although much of this amalgam is apparently 
eliminated in the process of manufacture. The most recent dis- 
covery appears to be that vanadium is found present in the 
natural ore. Analysis of Swedish iron shows no trace of 
vanadium. It is possible that the heat in the furnace eliminates 
all trace of vanadium, but not before it has imparted to the 
iron the purity that makes the ore of Sweden so famous. 

Charcoal, the purest fuel, is used in Sweden of necessity, as 
Sweden has no coal beds of her own. It may be unfortunate 
for the wealth of Sweden’s iron masters that there is no coal 
handy for use, but it is a decided advantage to the world in 
general. Could Sweden use coal in her furnaces the chances 
are that the quality of her iron would deteriorate. By using 
charcoal the gases that are impregnated into the molten fluid 
steel by the employment of coal or coke is completely avoided. 
Naturally, a steel is produced that is much purer than any that 
can be made with coke or coal, as is the custom in other coun- 
tries. Further, large quantities of iron are never produced at 
a time. The largest converters have a capacity of not more 
than 2% to 12 tons, while in America and England there are 
converters with treble the capacity. The consequence of this is 
that greater care is taken in the manufacture and there is a 
more even quality and homeogeneity in the steel produced for 
the simple reason that it is easier to boil more thoroughly a 
small quantity of matter than a larger one—and boil it evenly 
through and through. Greater care is taken in Sweden in 
manufacturing, because the use of charcoal necessarily pro- 
hibits producticn on a large scale; therefore, quality not quan- 
tity is Sweden’s principal aim. 

Discussion.—Very little was added in the discussion in regard 
to the physical and chemical properties of the Swedish steels. 
Much was said as to their high qualities in a general way, but 
nothing as to the metallurgical methods pursued in order to 
attain those qualities. Attention was first called to the develop- 
ment of American steels, and it was asserted that these were 
equal to any in the world, and that American manufacturers 
could turn out an unequalled product if they were given the 
time and were paid for their labor. There was a time when 
crucible steel was the only kind that was considered fit to put 
in a firebox, but this limitation has long since been swept away. 
First the acid open-hearth steel came in and then the basic, and 
though the latter process is acknowledged to be inferior to the 
former, no discrimination is made in specifications, by at least 
one large road, against the basic steel. Processes of steel mak- 
ing have been so improved that good steel is now made from 
. poor materials. Naturally the best ores are mined first, but 
with the development of furnace practice the proper ores are 
coming into use. 

It is probable that Sweden can continue to produce her pres- 
ent output indefinitely, though an increase up to the furnace 
capacities: of those of the United States will be out of the 
question, unless the electric furnace is developed to a point of 
economical operation. Some electrical furnaces are being intro- 
duced. As a contrast between the capacities of the Swedish 


furnaces and those of the United States where capacities of 
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100 tons are not uncommon, the Swedish furnaces can rarely 


melt more tlran 12 tons. The metal is cast in small ingots and 
the crop ends average 35 per cent., so that only the very best 
portion of an exceedingly high grade metal is put upon the mar- 
ket. This is shown by the small sizes of Swedish billets that 
are available. The greatest length obtainable of a Lancashire 
bar measuring 5 in. x 5 in. is 3 ft, and if the highest grade 
of Swedish iron is to be obtained the specifications must not 
merely call for Swedish iron, but Swedish Lancashire bar. 

The real value of Swedish steel is shown in the service that 
can be obtained from it in construction work and in the abuse 
which it can stand at the hands of unskilled blacksmiths with- 
cut being ruined. In construction work its economic value is 
shown by the speed with which drilling can be done, as com- 
pared with other steels. A speaker estimated a saving of 33% 
per cent. in the time of drilling, and this when multiplied by a 
large number of drills may mean the difference between profit 
and loss on a contract. 





REPORT ON UNIFORM CLASSIFICATION. 





The committee on uniform classification of freight and simpli- 
fication of tariffs made a report to the national convention of rail- 
way commissioners at Washington, October 11, which sets forth 
the situation in regard to classification so lucidly that we quote 
below some paragraphs from the report. The chairman of this 
committee is Interstate Commerce Commissioner E. E. Clark. It 
will be observed that the work of the railways in this difficult 
matter is fully approved. 

The separate classifications. now in force have been built up 
through years of operation in the different classification terri- 
tories, the carriers in each territory considering particularly their 
own interests and acceding in numberless instances to the desires 
or demands of their patrons. 

In bringing about uniformity the prime interest of the carriers 
is their revenue, to which, of course, is added the interest of each 
carrier that the shippers upon its line are not at a disadvantage 
as compared with competing shippers on competitive railways 
The shippers are interested in the total of the charges which they 
pay and in seeing that they are not at a disadvantage as compared 
with their competitors. 

At first blush it might be said that if the railways would bring 
about uniform classification entirely by reductions in charges it 
would be satisfactory to shippers, but .. . it might contain ele- 
ments of discrimination against some of them which would be of 
more importance to them than the measure of the rates they pay. 
In its 1910 convention this association recommended that the In- 
terstate Commerce Commission take the necessary steps to secure 
uniformity in classification . .. The members of your committee 
have given this matter much consideration and ‘thought, and the 
deeper we go into the subject, the more we appreciate and realize 
the multitude of difficulties that must be met and overcome, and 
the magnitude of the work of bringing into uniformity all of 
the rules, regulations, specifications, requirements, minimum 
weights, and ratings contained in the present classifications and 
the multitudes of exceptions thereto. 

We have inquired with considerable particularity as to the 
progress of the work undertaken and so far accomplished by the 
carriers’ committee, composed of three representatives from each 
of the three classification territories, which, as we are convinced, 
has been intelligently, efficiently and industriously working in 
good faith, to prepare for adoption by the carriers uniformity in 
the particulars of rules, descriptions, specifications and minimum 
weights. The carriers’ committee is composed of men of skill 
and wide experience in classification matters, and if such com- 
mittee, working, as we are convinced this committee has done, in 
good faith and industriously, is necessarily employed for so long 
a period in this work, it seems obvious that a less experienced 
committee must either take a substantially greater time to per- 
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form the same work or must do it in a less efficient and conse- 
quently less satisfactory manner ... The committees in charge 
of the several present classifications are giving due consideration 
to the provisions of the other classifications, and are seeking to 
bring about uniformity in different features and items as changes 
are made. Every such step contributés toward ultimate uni- 
formity. 

It is better for all concerned to permit the present plan of 
action to continue so long as substantial and continuing progress 
is thus made, rather than to now undertake to prepare and pre- 
scribe a uniform classification. We also think that behind this 
effort on the part of the carriers there should be the spur of con- 
tinued interest and activity on the part of all interested or vested 
with any authority in the premises, and a definite understanding, 
that if continued, and substantial progress is not made, the work 
will be undertaken through other means by those having au- 
thority so to do. 

Experiences of the past justify, we think, the conclusion that 
even if uniform classification were today agreed upon by car- 
riers and shippers, competitive influences and the desire to get 
traffic would very soon destroy the uniformity unless it were sup- 
ported by the force of authority in law to require adoption, main- 
tenance and observance thereof. 

More or less suspicion lurks in the minds of some, but it is 
frequently found that protests against proposed changes are based 
in misunderstandings. Uniformity can never be reached as the 
result of the adoption of the views of the extremists on either 
side. 

In the work of preparing uniformity of ratings many objec- 
tions would be averted if the carriers would invite one representa- 
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parent all along in recent years and is apparent today. There is 
yet much room for improvement, but your committee is not pre- 
pared to recommend the adoption of a uniform form of tariffs 
for the railroads of the United States. 

It would contribute much to simplification if each road would 
arrange all of its commodity rates upon the same commodity ir 
one tariff. 





IMPROVED SMOKE CHART. 





BY M, E. WELLS, 
Assistant Master Mechanic, Wheeling & Lake Erie, Brewster, O. 

The work of reducing the smoke from locomotives in Cleve- 
land has been carried on enthusiastically by the railways entering 
that city. It was found, however, to be very difficult to estimate 
the percentages of smoke with the Ringleman smoke chart, as it 
has to be set up 50 ft. from the observer, making it practically 
impossible to obtain accurate results for the locomotives, whicii 
are in motion. The improvement shown in the accompanying il- 
lustration was made by the writer. This chart corresponds to 
the Ringleman chart, but can be held in the hand while esti- 
mating, and gives all conditions of smoke from 0 to 100 ptr 
cent., instead of only 20, 40, 60 and 80 per cent. as given on the 
Ringleman chart. 

The railways are co-operating with the city smoke inspector, 
and have arranged monthly meetings of the road foremen of en- 
gines, railway smoke inspectors, and others directly in charge of 
locomotive operation on all the roads entering Cleveland. The 
ways and means of smoke reduction and the general subject of 
fuel ccnsumption are taken up and discussed. The city smoke 








Improved Smoke Chart. 


tive of the state commissions and one representative of shippers 
from each classification territory, together with one representa- 
tive of the Interstate Commerce Commission, to sit with the 
for the purpose of presenting to the committee 
views of their constituents on certain phases of the work, and of 
keeping their several principals informed as to the general prog- 
ress of the work, while, at the same time, equipping themselves 
to give needed and dependable advice to their principals with re- 
gard to the work as a whole, or with regard to certain features 
of it when such work or such features come up for final adoption. 
We believe that wherever it has been tried the policy of intelli- 
gent, fair-minded representatives of contending parties sitting 
down together, to a temperate exchange of views has been found 
profitable, and to make for substantial progress and to greatly 
reduce misunderstandings as to purpose, policy and facts. 

A study of this work leads to the thought that uniformity 1n 
classification can perhaps only be reached by resort in some in- 
stances to additional commodity rates . . . Your committee does 
not wish to be understood as suggesting that uniform classifica- 
tion is impossible, but the work is of much greater magnitude 
than was at first thought by anyone. . . We do not see occasion 
for recommending further legislation on this subject. 


committee ... 


SIMPLIFICATION OF TARIFFS. 

The practice of issuing tariffs covering wide territory and ap- 
plicable to large volumes of traffic through joint agencies has 
been followed for a long time. A careful study of the situation 
leads to the conviction that it would be more harmful than help- 
ful if a specified form of tariff were prescribed for use by all 
carriers in the different sections of the country... Steady and 


substantial progress in the simplification of tariffs has been ap- 





inspector is invited to these meetings and enters into the discus- 


sions. The arrangement has worked out splendidly and con- 
siderable competition has been aroused among the different 
roads. The roads with the best showing are constantly making 


efforts to hold their records, while those with the poor records 
are continually trying to better them. This co-operation between 
the city inspector and the railway inspectors puts-the matter on 
a very smooth running basis, and there is no friction, as every- ° 
body feels that each one is doing the best he can. 

There is a general smoke committee composed of the higher 
railway and the higher city officials, of which D. R. McBain, 
superintendent of motive power of the Lake Shore & Michigan 
Southern, is chairman. This committee only meets océasionally. 
The accompanying table gives an average of the smoke percent- 
ages on different railways entering Cleveland for the first six 
months in 1911. For obvious reasons letters are substituted for 
the names of the different railways. 


AVERAGE SMOKE PERCENTAGES—CLEVELAND, OHIO. 
First Six Months of 1911. 


: Number of Average, 

Name of Road. Observations. Per Cent. 
re ey Te ee ee ee ay ee 426 3.16 
Si sa cnswssedehwe seas seeanicews 165 4.67 
SC eh Gae apa wissen saw ee eee 325 6.23 
cinch hacen bey teehee anes 422 6.37 
REI IG ee arya aan eer oe a 391 6.63 
Ras ihre 5 chara rasieine hp Wrap sik BNO 397 6.88 
fob neck Waa Mar kek ena Sa Meek 268 7.30 
MLchcheciatagktekmae sew coun. 191 12.88 





The construction of a railway in Victoria from Bairnsdale, 
about 170 miles east. of Melbourne, to Orbost, about 61 miles, will 
be commenced shortly. The estimated cost is $1,930,000. It 
will be the most important railway recently built in Victoria. 
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THE DESIGN OF RAILWAY BRIDGE ABUTMENTS.* 





BY J. H. PRIOR, 
Assistant Engineer, Chicago, Milwaukee & St. Paul. 

The following paper gives the result of an investigation or- 
dered by C. F. Loweth, chief engineer of the Chicago, Mil- 
waukee & St. Paul, and made by the writer. 

A railway bridge abutment is ordinarily a masonry structure 
which gives vertical support to one end of a steel span, and 
at the same time gives whatever lateral support is necessary to 
prevent the adjoining embankment from slipping into the 
stream. . 

The most common type has a cross-section similar to that 
shown in Fig. 1, in which a is the bridge seat, consisting of a 
horizontal surface carrying the steel span; b is the back wall 
which supports the embankment’ and prevents its spilling for- 
ward on the bridge seat; the base e of the back wall b being 
made of such width as will make the back wall stable against 
overturning on account of the lateral pressure R-1 of the earth; 
c is the main body of the neatwork, and must have sufficient 
base f so that it will also be stable against overturning from 
the lateral pressure of the earthwork R-2; d is the footing, 
which must have a base g large enough to carry all the vertical 
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Fig. 1—Common Type of Abutment. 


loads, and offset h should be large enough to keep the 
pressure at the toe of the footing R-3 within the allowable 
lim). 

the three principal types are the wing, U, and T abutments. 
In ‘he wing abutment the wings keep the embankment from 
slip;ing into the stream. In the U abutment the wings are 
mace parallel to the track, thus giving the lateral support to 
the embankment which is required to extend the embankment 
to the bridge seat. In the T abutment the floor is supported 
directly back of the bridge seat by the stem of the abutment, 
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*Abstracted from Bulletin 140 of the American Railway Engineering 
Copyrighted by the association. 
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which carries the track back to a point where the embankment 
is of sufficient height to support it. 

In addition to conforming to the ordinary laws of structural 
design, properly designed abutments should have the following 
properties, which may be called major requirements, because 
they affect the integrity of the structure: 

m, The neatwork should be stable against overturning by 
revolving on the line k, Fig. 1, at the intersection of the front 
face of the neatwork and footing, and should also be safe 
against crushing on the same line. 

m, The abutments should be stable against sliding, either 
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Fig. 2—Type B,; Plain Concrete Wing Abutment, with Plain 
Concrete Backwall. 


by the neatwork sliding on the footing or the footing. sliding 
upon the foundation bed. 

m;. The pressure of the toe of the footing upon the foun- 
dation should not be excessive. 

They should have the following properties, 
which may be called minor requirements: 

n, The abutments should protect the bank against scour. 

n. The abutments should prevent the embankment drainage 
from washing away the shoulder of the bank adjacent to the 
back wall. 

n;. The abutments should provide a joint which will support 
the track in an easy and continuous manner from embankment 
to superstructure. 

n, The abutment should be easily drained. 

As by far the greater number of abutments being built are 
either of plain ‘or reinforced concrete, the term “Design of 
Bridge Abutments” at present means the design of bridge abut- 
ments in concrete masonry. 

In order to compare the properties and economy of the vari- 
ous types, it was necessary to. assume the same conditions in the 


among others, 
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design of all types. The more important assumptions which 
were made for this purpose are as follows: 

(1) The height of the abutment is the distance from the base 
of rail to the natural ground. 

(2) Slope of fill 1% to 1. 

(3) Slope of the natural ground away from stream or bridge 
opening 4 to 1. 


PLAIN CONCRETE ABUTMENTS. 

Type B,—The plain concrete masonry abutment without re- 
inforcement in the back wall, type B,, is shown in Fig. 2. The 
cross-section of the abutment, marked “section B on the center 
line of track” is determined about as follows: 

The distance h., from the base of rail to the top of the bridge 
seat a, is determined by the depth required by the floor, girders 
and bearings of the superstructure; and in new work the abut- 
ment must conform to these dimensions. The dimension e, 
which is the width of the back wall at its base, is taken as 4/10 
h, if the lateral pressure of the earthwork tending to overturn 
the back wall is alone considered, or it is taken at 5/10 h. if 
a slight further provisicn is made for the overturning action of 
frost in the bank. The width of the bridge seat m is determined by 
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Fig. 3—Type B,; Plain Concrete Wing Abutment with Rein- 
forced Backwall. 


the width required for the superstructure bearings plus whatever 
distance j is required to keep the bearings back far enough from 
the outer edge of the bridge seat to prevent the outside corner 
of the bridge seat from being sheared off in a diagonal direction. 

The position of the ground line and the character of the 
foundation determine the distance hh, from the base of rail to 


top of footing. 
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If the base of the neatwork f is made 4/10 
of the distance /,, the neatwork is stable against overturning 
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or crushing on the line k, at the lower edge of the neatwork. 
The dimension f together with the width of bridge seat m and 
thickness of back wall e having been determined, we have the 
choice of setting the bridge seat and back wall vertically over 
the rear edge of the footing, or of locating the bridge seat and 
back wall nearer the front of the footing, thus decreasing the 
length of our superstructure at the expense of an increased 
bearing on the toe of the foundation. 

Type B.—Abutment B. is similar to abutment type B,, ex- 
5+0" 


9°O” 
”6"0° RA" 





9*0" 
6-0” 





Natural Ground 


Pile lan Location Diagram of Abutments 
. 719" 
Rai/ 


7: 
Baseo 


tat 


15 to1O 


24 15-0"- 6"ctrs 
Line 


ation Section"4"on Lof Track 





» 
Q 
N 
S 
9 
Ny) 
w 
v 
%) 


N 
N 
® 
% 
N 
© 


Traction 

43,560 Lbs. L.L. Thrust 

4 62,000 Lbs 
Earth Thrust 

mt) 52,500Lbs 
K Sj 

31.8.6 

WS 


of Giraler 


: 
' wi 
4° oO 


Without Earth 
in Front 





Plan 
Without Traction 
967000 Lbs 
Section"B"on ¢ of Track 


Fig. 4—Type B.; Plain Concrete Pier Abutment. 


cept that the defect of that type, is the absence of bars in the 
back wall is eliminated. 

The two abutments are similar in other respects. The abut- 
ment type B., is a wing abutment built practically of plain con- 
crete masonry. This type is by far the most widely used, and 
is an economical abutment for certain heights. 

Abutments of this type do not cause the drainage water to 
wash away the corner of the bank adjacent to the back wall 
at + in Fig. 3, but at the lower point y on the bank, where the 
amount of the drainage water is greater, there seems to be 4 
tendency to wash the portion of the bank adjacent to the end 
of the wing wall, and, therefore, this point is often found pro- 
tected by loose rip-rap. 

Type B; The U abutment of plain concrete masonry, type 
B;, is shown in Fig. 11. This abutment is designed with the 
side walls, cs, long enough to provide for an embankment slope 
of 1% to 1, as experience shows that the slopes at the end of 
the embankment cannot be made much steeper than the side 
slopes of the same embankment. This lengthening of the side 
walls results in making the neatwork yardage for abutment B 
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ereater than for abutment B,. This difference in yardage in 
the neatwork is overcome by the lower foundation costs of 
abutment B; so that the total cost of abutment Bs is somewhat 
less than abutment B, for heights over 23 ft. 

Type B; An examination of section B, Fig. 3, shows that it 
is more difficult to make provision in an abutment to resist the 
lateral forces ps and p: tending to overturn the abutment than 
it is to take care of the vertical loads p, and fp. The lateral 
forces are exceeded in magnitude by the vertical forces, but 
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Fig. 5—Type C,; Reinforced Concrete Counterfort Abutment. 


the vertical forces are directly opposed by the equal and op- 
posite reaction on the foundation, whereas no such equal 2nd 
opposite reaction can be placed on the line p; continued, which 
shows the direction and location of the lateral pressure of the 
earthwork. As a consequence it would seem that a consider- 
able economy could be effected in a design in which the lateral 
forces ps; and fs were eliminated or greatly diminished. In 
ebutment B,, Fig. 4, little provision is made for resisting the 
lateral pressure of the earthwork. Instead, provision is made 
for diminishing the lateral pressure by omitting the wings and 
allowing the bank to spill around in front of the abutment. 
Abutment type B, consists, as shown in the elevation and Sec- 
tion B, of two short piers, which carry a beam c-1, the top of 
Which forms the bridge seat a. The earthwork is kept off the 
bridge seat by the back wall b,, and the side walls b.. The 
bank is permitted to run around in front of the abutment to 
the point ¢ where the natural slope of the fill intersects the 
ground line. 

If an abutment type B, and an abutment type B, were so 
locoted as to have their bridge seats in the same position, the 
abutment B, would give a smaller waterway than the abutment 








RAILWAY AGE GAZETTE. 841 





type B, by the distance from z to-s, in Fig. 4, to which the fill 
extends in front of the abutment. In order to get the abut- 
ment B, on the same basis for comparison as the other abut- 
ments, it is necessary to add to the cost of abutment B, the 
cost of extending the superstructure so as to permit the loca- 
tion of the abutment to be moved from z to zs, As shown in 
the table herewith, this element of cost is an important item, 
amounting to 59 per cent. of the total. 
REINFORCED CONCRETE ABUTMENTS. 

Type C;. The reinforced concrete wing abutment type C,, 
shown in Fig. 5, is similar to the abutment type B. except that 
it is constructed of reinforced concrete instead of plain ‘con- 
crete. If the abutment is properly proportioned, the curtain 
wall c, can not be pushed outward by the lateral pressure of 
the earthwork without carrying with it the buttresses c,; and 
without lifting the slab d from the pile foundations and also 
lifting the entire weight of the earth which rests vertically on 
the slab d. At the front of the abutment, the curtain wall c, is 
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Long Sidewalls. 


given a horizontal offset c, as shown in section E-E to provide 
for the bridge seat a. The curtain wall is carried up vertically 
from the bridge seat a, forming the back wall b shown in the 
same section. 

The abutment shown in Fig. 5 has no particular advantage 
over type B,, the introduction of buttresses not decreasing the 
cost of neatwork and the provisions for anchorinz buttresses 
to the footings greatly increasing the cost of footings for fills 
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above 20 ft. Fig. 5 does not, however, show the best design 
that can be made of reinforced concrete wing abutment. It 
contains two defects; the bridge seat is set too far forward 
and the footings have insufficient projecton in front of the 
neatwork. 

If these defects are corrected we have an improved and 
cheaper abutment. Estimates show that it costs about 10 per 
cent. less than type Bz for the 36-ft. height and 25 per cent. less 
for the 50 ft. height which is outside the limits of the diagram. 

If, in addition, the sections of all walls and buttresses are re- 
duced to the minimum which can be placed by experienced work- 
ers under proper supervision, the economy over B: is still 
further increased. 

Type C.—Abutment type C:, Fig. 6, is a U abutment of re- 
inforced concrete. It resembles the U abutment of plain con- 
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crete in external appearance. Structurally, however, it is quite 
different. It consists in plan of a rectangular box open at the 
top and at the embankment end, which is filled with earth. The 
track is directly supported on the earth filling. The sides of the 
box c, are prevented from being forced outward by the lateral 
pressure of the earth by ties c,; which connect the two opposite 
sides c,. The front of the box is the curtain wall c., which is a 
beam between the two side walls c,, and restrains the lateral 
pressure of the earthwork in longitudinal direction. 

This abutment easily satisfies requirements against overturning. 

he width of footings, measured along the center line of track, 
which is effective against overturning of type B., is 13 ft. 9 in. 
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That of type C, is 18 ft. The corresponding dimension on 
abutment C, is the distance from the front to back of abutment, 
or 45 ft. 

It is true that the wing walls of abutments B, and C, protect, 
perhaps, five times as much of the embankment against scour 
as does abutment C,, but if we compare the protection afforded 
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by either type Bz or C, with the total amount of bank protec- 
tion required, the difference between the two abutments in this 
respect is not much, One of the defects of this abutment is that 
practically all of the surface water from the track for the entire 
length of abutment must drain past the point +, Fig. 6. As 
the amount of water is considerable, it tends to wash away 
the embankment at the end of the wing wall, which is, of course, 
an important matter, as the material is washed away at a point 
not far from the end of the track ties and requires much more 
attention than if the material was washed away at the end of the 
wing wall. 

Type C,—Abutment type C,, and all of the abutments whic! 
follow have one feature differing from any of the abutments 
previously mentioned, that of carrying the track directly on tlic 
body of the abutment over the entire length of the abutment ir- 
stead of on the bank. 

To save material and to equalize the pressure of the eart!- 
work on both sides of the side walls c,, two large openings ¢, a'° 
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PLAIN CONCRETE MASONRY ABUTMENTS 
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made in the walls. The portion of the side wall remaining 
between the openings c, forms a column; and the portion of the 
side walls above the openings forms a beam between columns. 
The openings are shown circular on top, although structurally 
they could have been as easily made square. 

Abutment C, has an advantage over abutment C, in that its 
foundation loads are less, due to the fact that the interior of the 
abutment is only partially filled with earth. The side walls of C, 
are subjected to practically no unbalanced lateral pressure of the 
earthwork. It has the disadvantage that it requires a con- 
siderable amount of material for the construction of the floor 
slab a., and as a consequence it does not show much economy 
for low fills. 

As there are practically no unbalanced lateral earthwork pres- 
sures in action against abutment C, no provision need be made 
to make it conform to the requirements m,, and m. and ms. 
This abutment gives, perhaps, slightly less protection to the 
embankment against scour than abutment C., but it will probably 
not wash away at the shoulder of the embankment at +, as 
drainage for the top of the abutment is provided through holes 
in the sides of the floor slabs. 

Type C;—Abutment type C,, consists in general of six ver- 
tical posts c, and c;, which support the slab a.. At the bottom 
they are tied together by the footings a, and d.. The footings d, 


and d, act partly as foundation beams and partly as ties, which 
hold the bottoms of columns in their true relative position and 
afford them support against any unbalanced lateral pressure 
At the top the cross beam c; spans transversely 
Two posts and the cross beam c,; form a 


of the earthwork. 
between the posts c,. 
single bent. 

At the top, also longitudinal beam c, spans longitudinally 
between the bents A. By this arrangement the slab a, is sup- 
ported on four sides, the two ends of the slab resting on cross 
beams c;, and the two sides of the slab are supported by longi- 
tudinal beam Cg. 

At the front of the abutment the posts c; are made much 
heavier, as the beam c, which connects them together at the 
top carries the weight of the adjacent span of the superstructure, 
and also carries one end of a slab ax. The divisions mentioned 
are only those which have to be made in order to execute the 
design; the structure itself being tied together by steel in all 
directions so as to resemble a monolith. In service this abut- 
ment has all the advantages and disadvantages of type C,, which 
it resembles structurally in many respects, As it is somewhat 
more open than type C,, it drains itself a little better. The 
abutment shown in Fig. 8 is the design of W_ S. Lacher. 

Type Cy—A T abutment of reinforced concrete type C, is 
shown in Fig. 10. The stem of this abutment consists of a slab 
a:, Which is supported longitudinally along its center line by 
the central wall of the stem c,. The wall is carried vertically 
down to the spread footings d. 

The floor a, with the wall c, are given lateral stability against 
overturning by the front curtain wall c. and by the reinforce- 
ment on both faces of the wall c,, which extends directly into 
the footings. The curtain wall c. is carried up to form the 
bridge seat c, and the back wall b in the same manner as in the 
C, abutments. 

This abutment has the defect that it is not safe under a de- 
railed locomotive. The derailed locomotive produces in this 
structure much greater stresses than in the other types. If we in- 
crease the reinforcement to take care of the exceptional case 
of a derailment, we need a quantity of steel nearly double that 
shown in the table, increasing the cost of reinforcing steel prac- 
tically $4,000 and filling the structure so full of bars that the 
cost of laying the concrete would be largely increased. Pro- 
vision for derailment in this structure is, therefore, out of the 
question, and its weakness under a derailment must stand a 
grave defect. 

Type C,—The trestle abutment type C,, in a general way is 
a concrete trestle of sufficient length to carry the track from the 
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point z, or from the end of the superstructure, to the point 4, 
where the bank has attained its full height. Commencing at 
the top, this abutment consists cf two standard U-shaped trestle 
slabs a2 which contain the ballast, which in turn supports the 
ties and rails. These slabs rest on the neatwork of the bents c, 
and c¢,, which are ordinarily reinforced concrete trestle bents 
with spread footings d. To resist unbalanced longitudinal pres- 
sure of the earthwork, and also to add longitudinal stability to 
the abutment, the struts c,; are introduced between the tops of 
the bents c: and c,, and the struts d, introduced between the 
bottoms of the same bents. In addition to acting as struts these 
members c; and d, combine the three bents and the two spans 
ae! 
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into two rigid quadrilaterals. The trestle bent c. at the front 
end of the abutment is made considerably thicker than the bents 
c, in the bank in crder to leave room for the bridge seat a,. In 
service this abutment is much like C, and C,. Structurally it re- 
sembles C, more closely in that the floor a, is a separate member 
and can be placed after the abutment has been built. The re- 
maining portion of the abutment forms a complete structure 
without the slab. The slab is only used to afford direct vertical 
support to the track. 


MEMORANDUM ON TOTAL COSTS OF VARIOUS TYPES. 


The table shows the manner in which the total estimated costs 
of the foregoing abutments were made up. This table should 
give dependable estimated costs, as the division of the total costs 
into their elements has been carried as far as could be conveni- 
ently done. It shows the quantities as well as the unit costs 
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and makes it possible for the reader to substitute different unit 
costs for those shown, where the conditions are such that the unit 
costs given in the table would not apply. It is not believed, how- 
ever, that any ordinary changes will affect the relations between 
the totals. 

In Fig. 9 the total cost of abutments are platted as ordinates 
to the heights platted as abscissas. 

The objection most frequently made to abutments types C, 
to C, is their high cost, especially, it is said, if constructed by 
men experienced mostly in the construction of plain concrete 
work. On account of this objection the principal unit costs 
for this type were taken rather high, as it was believed that 
there was enough economy in the design of some of these 
types to more than offset the highest unit cost which could be 
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reasonably selected. Examination of Fig. 9 will show that this 
prediction was substantially correct. 

In examining these cost curves, it is important that the follow- 
ing should be noted: 

Types C, and C, are untried, and unexpected weaknesses may 
develop in their use. C, does not take care of derailment. 

B, or C,; cannot be used where much scour is anticipated or 
where the high water is near the bridge seat, without the use 
of rip-rap, whose cost has not been included. 

It should be observed that the necessity of carrying the foot- 
ings further below the ground will make a_ proportionately 
greater increased cost in types B, to B, than in types C, to C,. 

The use of any type of superstructure which gives a less 
depth of bridge seat below base of rail will mean a greater 


TABLE SHOWING METHOD OF CALCULATING COST OF ABUTMENTS. 











Floor. Neatwork. Footings. Cl a E 
——_ an J —_——_, hange in Engng. 
Sq. Yds. Sq. Yds Sq. Yds. Cu. Yds. Length of and 
Height Cu. Yds. Lbs. of _ of Cu. Yds. Lbs. of of Cu. Yds. Lbs.of of of Exca- Cu. Yds. False- Bridge one Inci- Grand 
in Ft. Item. of Conc. Steel. Forms. of Conc. Steel. Forms. of Conc. Steel. Forms. vation. Piles. of Fill. work. Abutment. dentals. Total. 
B, 28 Quant... 406 425 NOS Ss 5ece 63 260 he OC) a 7 a) 
OSE. ca $2,030 acace $510 TOES wastes $76 $390 $568 $375 $50 $270 $239 $5,022 
Bb. 12 Quant.. 60 270 121 2 > Seeds PA Gack as 71 ft. (5%) deere 
Cost.... $300 $9 $145 SLO scien $28 Creer $43 $43 $38 $809 
20 Quant... 160 270 220 BO exer 49 120 34 600 2.79 ft. (5%) ‘eaeapas 
Cost.... $800 $9 $264 SRE “era's $59 $180 $272 $150 $170 $109 $2,293 
28 Quant 387 270 420 Wn + face 60 260 64 1,500 wecaiee 6.04 ft. (5%) aiveud 
Cost $1,935 $9 $504 SSIG.  sicin'sso $72 $390 $512 $375 $50 $368 $236 $4,961 
36 =©69Quant 696 270 628 ag. leacaes 75 400 108 3,100 éaewe 8.38 ft. (5%) ere 
Cost $3,480 $9 $754 S710 kvecies $90 $600 $864 $775 $50 $511 $392 $8,235 
B, 12 Quant ere 125 uP estrone) “enealara ety cma Gr Caden. ee (5%) ateaci 
Cost.... $370 rise $150 WD aieet: sueeas $90 $15 $100 n $4 $924 
20 Quant 229 = 285 ee” -2Sisvale  acgmecais 115 BR erica 85 ft. (5%) dagen 
Cost $1,145 Ae $342 TE  ietsras, | hieweses $173 $63 $200 $52 $113 $2,383 
28 Quant 49 a 450 103 210 Ge a deeias 1.52 ft. (5%) awesese 
Costs. -a3 $2,480 siete $540 $515 $315 $131 $300 $93 $219 $4,593 
36 = =©Quant 88 os 780 ROE) AGKetilé aeslekien 290 EES) emeesnrs 2.27 ft (5%) eebetene 
Cost.... $4,400 nents $936 Pn ee eee ae $139 $363 $7,627 
B; 12 Quant 26 540 64 a OR, Aeelael Co Serer AO xiiuae-s 10 ft (5%) Slag abi 
Cost $130 $19 $77 WO “keene ' Becens $68. $19 $610 $53 $1,106 
20 Quant 52 540 96 ee fous aa eee eapkis 48 27 400 22 tt. (5%) aiexate’s 
Cost $260 $19 $115 SES) scan 8 usnews $72 $216 $100 $1,340 $112 $2,359 
28 Quant 80 945 134 1 eer a ee 46 32 960 34 ft. (5%) wi elatatace 
Cost... $400 $33 $161 SES diiee. “a eicieses $69 $256 $240. $45 $2,075 $170 $3,574 
36 Quant... 103 945 172 36 SEW siacecis 68 45 1,860 46 ft. (5%) ates 
Cost... $515 $33 $206 $180 $19 ...... $102 $360 $465 $60 $2,800 $237 $4,977 
C,; 12 Quant 38 680 120 24 700 32 79 eae 171 eee (12%) weeee 
Cost. $247* $24 $144 $156 * $25 $38 $119 $43 $96 $892 
20 Quant 100 5,050 316 45 2,380 48 182 630 (12%) aaa 
Cost é $650* $177 $379 $293 * $83 $58 $273 $158 $249 2,320 
28 Quant... 183 9,950 608 113. 7,754 80 358 85 1,702 (12%) ueaeas 
Obs. $1,190* $348 730 e745" S271 $96 $537 $680 6 ass $602 $5,615 
Oe ABUBMEa yy  kkcscle  acepelns. — abana 30 16,60 1,007 176 12,070 86 602 141 3,450 eat (12%) Waele 
CME ibs cnaces saves sescee SESE S008 $1,208  $1,144* $422 $103 $903 $1,128 $862 ...... $1,001 $9,341 
Ce 12 Baa iinacen sues Wal Staw 37. 2,440 13 10 200 14 5 nen 80 Sees (8%) aaidietaia 
$241* $85 $161 $50 $7 $17 SR ce scisicie $20 $10 $51 $687 
20 102 6,730 349 20 900 34 65 re 300 oa (8%) caeeco 
$663* $236 $419 $130* $32 $41 $98 nae $75 $20 $137 $1,851 
28 18 12,130 602 a7 1,180 41 130 Ae 630 wacake (8%) eden 
$1,229* $425 $722 $241 * $41 $49 $195 wns $158 $30 $247 $3,337 
36 304 20,000 1,015 42 840 74 140 54 1,200 eau (8%) avauduea 
: $1,976* $700 $1,218 $210 $29 $89 $210 $432 $300 $30 $416 $5;610 
C. 2 48 31 1,950 25 9 16 400 24 60 eleas 70 uaeiens caccee ‘€RQ%6) a cereters 
$120* $202* ‘$68  $63* $119 $80 $14 $29 Os cska $18 SONA) i ceaws $95 $1,046 
20 8 69 4,340 45 22 31 2,110 47 100 caus 200 htevacs wines (10%) oe 
$203* $449* $152 $113* $269  $202* $74 $56 $150 ...... $50 a $200 $2,200 
28 QO 11 114 7,180 100 298 41 2,790 65 130 detace 550 oeherd wierd (10%) unaig's 
Cost $137* $201 $288* $741* $251 $250* $358 $267 * $98 $78 $195 eteed $138 $60 ees $306 $3,368 
36 Quant... 7,360 148 175 11,000 125 534 68 1,500 94 220 62 1,050 ade pen (10%) aeewx 
ee $176* $258 $370* $1,138* $385 $313* $641 $340 $53 $113 $330 $496 $262 $60 siecavats $493 $5,428 
C; 20 Quant... 30 =.2,740 8 4 2,668 13 Se. 2473 aeviare 67 26 Oe 2.2 ft. (10%) REET 
oo ae $195* $96 $96 $319* $93 $156 $312 * $83 $101 $208 $60 $100 $140 $196 $2,155 
28 Quant.. é 48 5,250 135 9 6,873 250 84 7 198 130 44 Be oscar 0.5 ft. (10%) ciametaete 
Cost.... $312* $184 $162 $585* $241 $300 $546" $252 scceas $195 $352 $138 $200 $30 $350 $3,847 
36 Quant... 51 5,296 140 125 8,922 345 113 9,852 eeaca 145 52 1 UG Se 8.0 ft. (10%) ere 
Cost $332* $185 $168 $813* $312 $414 $735* $345 sane $218 $416 $262 $200 $490 $489 $5,379 
44 Quant 81 7,781 200 234 15,165 570 153 12,254 ols 244 80 Pabas Ma deees 5.2 ft. (10%) Reema 
: Cost...s. $527* $272 $240 $1,521* $531 $684 $995* $429 Sues $366 $640 $478 $300 $320 $730 $8,033 
Cs 12 Quant... 13 1,038 3 3 1,084 80 890 21 50 eaahice Uk eee dseecie. = C RUeem asad 
Cost.... $85* $36 $83* $215* $38 $96 $130* $31 $25 $75 Rdialves $16 $10 eee $84 $924 
20 ~=Quant... ze. 4,835 5 72. «2,365 177 33 =. 2,000 37 83 7. veveaie C10) ee 
Cost... <'s $150* $64 $145*  $468* $83 $212 $215* $70 $44 $125 $56 $20 Suet $165 $1,817 
28 Quant... 33 = 2,633 8 133 4,371 301 50 5,066 52 130 467 eeecate seiene —CEOGS) aenes 
: ost.... $215* $92 $210* $865* $153 $361 $325* $177 $62 $195 $117 SAG Sascare $280 $3,082 
36 a. ‘ 43 3,430 108 208 6,840 471 82 = 8,320 82 200 $100 sack. siecoeter (40%) eames 
OBE: <4% $280* $120 $270* $1,352* $239 $565 $533" $291 $98 $300 $250 $30 $433 $4,761 
C; 12 Quant... 12 2,960 5 24 910 76 14 250 18 40 60 ahaa (8%) Sadena 
Cost.... $78* $104 $135* $156* $32 $91 $70 $9 22 $60 $15 $62 $834 
20 _— ‘ 21 5,170 91 5 2,190 186 26 1,380 31 70 190 (8%) eugtie 
: ee $137* $181 $228*  $377* $77 $223 $169 * $48 $37 $105 $48 $130 $1,760 
28 Quant... 41 10,100 129 87 3,290 283 36 =: 11,910 37 100 500 (8%) Schaerer 
: Cost... $267* $354 $323* $566* $115 $340 $234 * $67 $44 $150 $125 $207 $2,792 
36 Quant... 45 11,100 166 145 5,480 451 61 3,240 53 150 950 (8%) anager 
Cost.... $293* $389 $415* $943* $192 $541 $397* $113 $64 $225 $238 $305 $4,115 


Notre.—The unit prices used in calculating costs in the above table were as follows: 
Concrete, $5.00 per yard, except in cases where the total cost is marked with an asterisk (*), where $6.50 per cu. yd. was used. 


Steel, 314 cents per pound. 


Forms, $1.20 per sq. yd., except in cases marked with an asterisk (*), where $2.50 per sq. yd. was used. 


Excavation, $1.50 per cu. yd. 
Piles, $8 each. 
Fill; 25 cents per cu. yd. 
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proportionate increase in cost in types B, to B; and C, than in 
types C, to C, and C,. 
Type C, is highest in cost of any abutment for heights over 


21 ft. As previously. mentioned, this type is created by the sub- 


stitution of reinforced concrete in a mediocre design intended 
for plain concrete, making the least number of changes in the 
design which would permit the use of the new material. 

If this design is improved, its cost can be reduced by an 
amount which will make it of less cost than type B, for heights 
above 28 ft. If advantage is taken of other known refinements 
in design of abutments of this character, its cost can be still 
further reduced. 

For nearly all heights types C;, C, and C. are the lowest in 
cost of those types in which the neatwork is carried to a suf- 
ficient depth to place footings on the natural ground. 


CONCLUSION. 


The writer finds that a general statement about the foregoing 
abutments has to be qualified in so many directions that it be- 
comes merely a group of more or less disconnected facts. 

Inspection, however, .will show that the cheapest abutments 
for the higher fills, C:, C, and C, are those in which no pro- 
vision is made to restrain the lateral pressure of the earthwork, 
but where instead the earthwork is allowed to spill forward 
to its own natural slope. 

As soon as departure is made from the gravity abutment, the 
greatest latitude is obtained for the ingenuity and skill of the 
designer. The types mentioned in this paper are only a few of 
the large number of abutment types which promise considerable 
economy. 

As the minimum sections adopted are more liberal in the 
reinforced concrete abutments than in the plain abutments, it 
is probable that there is a wider margin for new economies in 


‘the reinforced than there is in the plain abutments. 





FOREIGN RAILWAY NOTES. 


At the end of 1910 the extent of railways in Cuba was 2,123 
miles. This makes Cuba, in proportion to its size, one of the best 
served republics in the Americas in respect to railway transpor- 
tation. 


The extension of the Cairns Railway, Queensland, from Ather- 
ton to Evelyn, has been completed and opened to traffic. This 
line opens up splendid brush and forest country, and is the high- 
est railway in the state. The average altitude for 20 miles is 
over 3,000 ft., and the highest point is 3,200 ft. above sea level. 


A proposal is under consideration for a line to connect the 
Great Southern and the Southwestern railway systems in West- 
ern Australia at points near Mount Barker and Bridgeton. Be- 
tween these places there is a vast area of cultivable country 
suitable for mixed agriculture andi horticulture, and carrying 
very fine timber. This country is almost without a settler, al- 
though its development has been for many years a subject of 
ministerial promise. If carried out this work will greatly add 
to the trade of Albany as an exporting port. 


The Longitudinal Railway is the plan toward which Chile is 
persistently devoting its energies. The peculiar contour of the 
country has hitherto confined communication largely to the coast 
line, except south of Santiago through the central valley, but the 
policy of the government is to develop means whereby the ex- 
treme north and the extreme south may be in touch with the 
center, altogether on land. Therefore it is extending this rail- 
way system as rapidly as possible. The distance from Arica in 
the north to Puerto Montt in the south is 2,132 miles, of which 


about 1,100 miles are in operation and 850 miles are under con- 


struction, while the remainder is being surveyed. The railways 
from the coast to the interior are chiefly private lines, serving 
special interests such as the nitrate fields, but the government 
controls the railway between Santiago and Valparaiso, and has 
purchased the Copiapo Railway. 


TRAIN ACCIDENTS IN SEPTEMBER, 


Following is a list of the most notable train accidents that 
occurred on the railways of the United States in the month of 
September, 1911. This record is based on accounts published in 
local daily newspapers, except in the case of accidents of such 
magnitude that it seems proper to write to the railway manager 
for details or for confirmation. 


Collisions. 
Kind of Kind of 
Date. Road. Place. Accident. Train. Kil’d. Inj’d 
*4. £.8.&M.S ie, Pa. & s 643 
Se oe 0 ee Cedartown. 
N. Y. Central 
N. Y. Central ; 
N. Y., N. H. & H...New Haven. 
Atlantic C. L Quitman. 
Atlantic C. L Smithfield. 
Boston & M Somersworth. 
Mo. Pac.: . S.F.Kansas City. 
Southern Atlanta. 
Penn. ; Larimer. 
Wheeling & L. E....Canton. 


Derailments. 


Cause of Kind of 
Road. Place. derailmt. Train. Kil 


Union Pac. Kersey, Col. acc. obst. 
Pere Marq Hard. d. track. 
M., St. Pp. '& S.S. M. Fremont. ms. 
Penn. ayport. slide. 
Texas Mid. Enloe. unx. 
Wab., C. & West.... Pinckneyville.  d. track. 
Southern Anniston. d. track. 

5 Tennille. d. engine. 
St. Louis & S. F....Cordova. unx. 
Mo., &.. & Tex... Brookshire, unx. 
Sou. Parilic. ....5. Los Angeles. st. car. 
L. E. & Pittsburgh... Cleveland. d. track. 
Chi., R. I. & Pac.....Ainsworth. unx. 
a M. & St. Paul. . Monroe. unx. 

S. .. M. S. .. Delray. der. sw. 
N. . & H. R....Newark. acc. obst. 


The anaes at Erie, Pa., on the 4th at about 9 p. m., was 
between a passenger train of the Pennsylvania and a freight 
of the Lake Shore, at the junction of the two roads, four miles 
west of the city. It is said that the passenger train had run 
past more than one block signal, and that steam had not been 
shut off when it struck the freight train. Both engines and 
many cars were wrecked, and the wreck took fire, and the bodies 
of the persons killed were pinned under the mass of wreckage. 

The collision at Larimer, Pa., on the 24th, at about 1 a. m, 
was between the eastbound Pennsylvania special express train 
No. 28 and a westbound freight. At Larimer westbound freight 
trains regularly cross to the south side of the roadway prepara- 
tory to entering the yard at Pitcairn. Both trains were running 
slowly, but the fireman of the passenger train was killed by being 
caught between the engine and the tender. The engineman of 
the freight and the signalman in the tower appear to have been 
at fault. 

The derailment at Kersey, Colo., on the 3d, was due to the 
displacement of a switch by a mail bag which fell violently 
against the switch stand when thrown out of the mail car of the 
train, and, according to the reports, the bag was thrown off 
at this place because the mail clerk saw a group of children 
standing at the place where he ordinarily threw it off, and who 
held it a few seconds until he had passed the station platform. 
The two rear cars of the train only were thrown off the track. 
Ten passengers were injured. 

The derailment at Fremont, Wis., on the 5th, is said to have 
been due to the misplacement of a switch by a boy of fifteen 
years, the son of a former section foreman. According to the 
reports, the boy had a grudge against the road, because he liad 
been refused a ride. 

Miscellaneous—Among the serious accidents on railways i 
September which do not appear in our table are a collision e- 
tween a work train and a live-stock train on the Canadian !a- 
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1 Abbreviations and marks used in Accident List: e 

re, Rear collision be, Butting collision xc, Other collisions— 
Broker: d, Defective unf, Unforeseen - obstruction unx, 1 
plained. derail, Open derailing ggg ms, Misplaced switch——®cc- 
obst., Accidental obstruction malice, Malicious obstruction of track, 
——boiler, Explosion of locomotive on road fire, Ears burned w 
running P. or Pass., Passenger train F. or Ft., Freight train (ine:1d- 
ing empty engines, work trains, etc.) Asterisk, Wreck wholl y or ps! 
destroyed by fire Dagger, One or more passengers killed. 
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etic at Chapleau, Ont., on the 21st, in which seven drovers were 
‘led, and the killing of thirteen persons at Neenah, Wis., on 
te 24th at a highway crossing. The seven men killed in the 
‘anadian accident were sleeping in the caboose of the stock 
ain. The persons killed at Neenah were members of a party 
ot about thirty, riding in a hay-rack, which was struck by a train 
oi the Chicago & Northwestern. 

Electric Accidents—Of the twelve accidents to electric cars 
reported in the newspapers as occurring in the United States 
iin the month of September, only one is reported as resulting in 
fatal injury to the occupants of the car. This was a case at El 
Monte, Cal., where a car which became uncontroliable fell down 
a bank and against a train of the Southern Pacific, killing two 
persons and injuring eight. This case also appears in our table 
above, as the accounts indicate that the electric car caused the 
derailment of the locomotive of the Southern Pacific train. 
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AUTOMATIC CAR AND AIR COUPLER. 





In anticipation of the growing demand for economy in time 
and the safety of coupling cars, especially in the operation of 
rapid transit trains; the Westinghouse Air Brake Company, 
Pittsburgh, Pa:, has designed a coupler which automatically con- 
nects both the drawbars and the air connections of two cars. 
This device is perfected and has been largely adopted by the 
Interborough Rapid Transit Company, New York. The coupler 
head consists of a solid body casting, which has a suitable 
hook and recess in its face to engage with the corresponding 
face of the other coupler. The heads are so designed that they 
will couple when 3 in. out of vertical alinement and 7 in. out 
of horizontal alinement. The couplers are held to the drawbar 
by a horizontal pin, which allows them to swing up or down, 
giving the necessary flexibility when passing over imperfections 
in the track. When uncoupled they are held in a horizontal 
plane by a spring located underneath the drawbar and pressing 
against the coupler. 

The air connections run alongside of the drawbar and are 
connected to the coupler by a flexible hose, which is com- 
paratively short in length and has no bends, thus eliminating 
any possibility of kinking. This hose is permanently connected 
and will wear for a longer time than the hose of the ordinary 
air connections. When coupled, the couplers are locked so 
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that there is no lost motion between them. This is accomplished 
by the type of lock used, which, as will be seen in the sectional 
illustration, automatically takes up the play as the couplers 
become more closely interlocked. In coupling the two heads 
slide into each other for about 114 in. in a direction about 40 
degs. with the axis of the drawbar. 

The face of the locking cam A engages with the machined 
surface B of the opposite coupler. In case one locking cam 
should be out of service, it will be seen that the other is 
sufficient to hold the connection. It will also be noticed that 

















Automatic Car and Air Coupler. 


the air connection gaskets C ‘come together in almost a per- 
pendicular line, which prevents undue wear from abrasion. The 
locking cam is controlled by a lever on top of the drawbar, 
which operates the cam D through segmental gears. This cam, 
working on the pin E throws the locking cam in and out of 
service as desired. Both of these locking cams must be thrown 
out before the cars can be separated and after being un- 
coupled they can be thrown into the coupling position again, 
allowing the couplers to lock automatically. When the couplers 
are locked together they are as rigid as a single casting, thus 
providing a tight joint for the air connections. 
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Section of Coupler Heads, Coupled. 























General News Section. 


It was announced last week that the Cape Cod Canal would 
be finished in 1913. The canal, which will have no locks, will 
connect Cape Cod bay with Buzzards’ bay by a wide channel 
30 ft. deep at high water. 


The report that the United States Steel Corporation had de- 
cided to terminate the lease of the Great Northern’s ore property, 
mentioned last week on page 802, has been confirmed. The 
cancelation is to take effect January 1, 1915. 

At Indianapolis, last week, W. R. Lawrence, a fireman on 
the Big Four, was arrested on a warrant issued on an indict- 
ment in the federal court at Cleveland, charging him with vio- 
lating the law by obtaining a pass for himself and permitting 
others to use it. The penalty may be-_either a fine or imprison- 
ment. 


Shipping men in London are forming a steamship line to run 
from Sydney, N. S. W., to Valparaiso, Chile, with a view to 
utilizing the railway over the Andes between Chile and Argen- 
tina for a shorter route between Australia and England than is 
now possible. It is calculated that mails can be carried over this 
route in four days less than the time taken by way of San 
Francisco and New York. 


The Southern Pacific, which has been carrying “first aid” kits 
on baggage cars, combination cars and cabooses, is now putting 
on each car a number of small kits, each containing only such 
bandages, etc., as are likely to be needed for the treatment of a 
single injury, instead of the large kits containing a number of 
bandages and dressings, which were formerly carried. When 
one of these large kits is cpened and a part of the contents used, 
the remaining material loses its aseptic qualities. 


The directors cf the National Association of Manufacturers 
have passed the following resolution: “Whereas, The National 
Association of Manufacturers unqualifiedly stands for the equal 
enforcement of law; Be it resolved, That we demand the en- 
forcement of the Sherman anti-trust law upcen the restraint of 
trade practiced by labor unionism, which already stands convicted 
before the Supreme Court of the United States, with the same 
vigor as corporations and individuals are now being prosecuted 
under that law.” 


Returns to the Bureau cf Labor Statistics of New York State 
from 190 representative trade unions, with 120,000 members, as 
to idleness during the first half of the year 1911, indicate a smaller 
demand for labor than any other recent year except 1908. The 
mean percentage of members reported idle at the close of each 
month was 24.8 this year, as compared with 19.2 last year and 
22.3 in 1909. In 1908, when the business depression was at its 
worst, the mean percentage was 34.7, the highest on record since 
1901. But from 1902 to 1907 the mean for the first half of the 
year was below 20 in every year except 1904, when it was 20.2. 


A train laden with two million dollars’ worth of silk recently 
ran from Seattle to New York City, 3,178 miles in 82 hrs. 15 


min. The route was via the Great Northern, the Burlington and 
the New York Central. This means that the train traveled at an 
average speed, counting stops, including a delay of more than two 
hours in switching at Chicago, of more than 38% miles per hour 
all the way across the continent. The train left Seattle on Friday, 
October 13, at 4:45 a. m., and reached St. Paul at 4 a. m. Sunday. 
It arrived at Chicago at 2:05 p. m., having traversed the inter- 
vening 431 miles in 9 hrs. 45 min. Leaving Chicago at 4:30 
p. m. Sunday, it arrived in New York City at 6 p. m. Monday. 


The committee on local transportation of the City Club of 
Chicago has presented a report to the committee on local 
transportation of the city council on street car service to Chi- 
railway stations. The report characterizes the service 
afforded as probably the worst in the country. Chicago has 
six central terminals, serving 24 roads, and, with one exception, 
no two stations are connected by a surface car line. Three 
alternate methods of connecting the stations are suggested in 
the report: A shuttle system, a belt line, and through routing 
in connection with existing transportation lines. The report 
estimates the cost of changes necessary to establish through 
routes connecting all stations at not less than $100,000. 


cago 


The Indiana railway commission has ordered the Lake Erie & 
Western to install automatic block signals between Templeton 
and Lafayette, 19 miles, as soon as the installation can be made. 
The order also requires a manual block system between Indian- 
apolis and Kokomo, 54 miles, until the matter of double track is 
determined, when automatic signals may be installed instead. 
Other parts of the line maintain manual block where the 
density of traffic requires it. The Grand Trunk has agreed to 
comply with the Indiana railway commission’s order requiring 
automatic block signals on its single track line in Indiana, and 
controlled manual block on the rest of its 90 miles of line in the 
state. 


The New York Central, which is credited with having heen 
the first road to use selector calling apparatus on a telephone 
line for train despatchers, has established 12 additional despatch- 
ers’ circuits and has received 249 selector box outfits from the 
United States Electric Company of New York City. These 
selectors are of the Gill bridging design and the signal be'ls are 
run by the main line battery. The Baltimore & Ohio, which 
also uses the Gill design, has ordered from the United States 
Electric Co. 96 selector box outfits, one half of which are to 
be used on message circuits. On these message circuits the 
inter-calling system is to be used, by which one way-station 
may call another without the intervention of the main despatch- 
er’s office. 


Old-Time Railroading in Missouri. 


Once I was called at Holden to take out a train of 12 cars of 
stock that was coming from Kansas City. It was midnight and 
raining very hard. I called my three brakemen who were sleep- 
ing in the caboose. We had not been of the road more than 
four hours: They got up and saw what a terrible night it was 
and refused to go out. I told them to get their things out of the 
caboose, that I was going out if I had to go alone. They left 
the caboose and went to the depot. The train arrived. As I was 
going along the train getting the numbers, I found a man stand- 
ing between two of the stock cars. I said, “Hello, my friend. 
What are you doing there?” He said, “I am trying to get to 
St. Louis.” “Have you not got money enough to pay your way 
on a passenger train?” I asked. Said he: “My God, man, if | 
had a cent, do you think I would be standing here in this rain?” 
I knew I was going to be alone. This man would be company 
if no help, so I told him to go back in the caboose. He did so. 
I started alone with my train. I told the engineer he might have 
to reverse his engine to help stop. His name was Pat Grace. He 
said: “All right.” When we got to Post Oak,“two and one-half 
miles west of Warrensburg, and at the foot of Centreview Hill, I 
think we were going 40 miles an hour. We ran until we struck 
Warrensburg Hill and the train stopped itself. Then we backed 
up a mile, took water and went ahead. We had the old open 
top stock cars with a single running board; and brakes not the 
best. I learned from this man that He used to be a brakeman on 
the Philadelphia & Reading. After daylight he helped me stop 
the train and I arrived in Jefferson City with my 12 cars of stock. 
I kept this man as one of my brakemen. 

At another time I had an experience with a train of cattle, 
Texas steers, in cars with open tops and a running board one foot 
wide to walk on. If the train was running 15 miles or more pet 
hour you could not go across these cars on a walk, you had to 
run. If not, you would fall in. I wanted to get over on the 
engine leaving Warrensburg, so I started across the top of the 
train going down the hill. The train was running fast. I mis- 
calculated my steps and fell in the car on the backs of the cattle. 
I lost my book of waybills in the car. I scrambled out on top 
of the running board and when going up Knobnoster Hill | 
went over to the engine and told the engineer we would stop and 
unload the cattle to get my waybills, load up the cattle and g0 
ahead. I thought I could do this in 30 minutes. Well, we were 
just three hours. I did not know Texas steers as well then as ] 
did afterwards, as I had never seen any except in cars. As soon 
as we got the cars to the chutes and opened the door, out they 
rushed and commenced charging the fence to break out. Ii you 
got on the fence they would charge at you. I was told by a stock- 
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man there that the only way I could load them again would be 
on a horse. I went to a livery stable in town, got two men and 
horses, loaded the steers, then paid the men $5 for doing so. If 
the steers had ever broken out of that stock yard I should have 
been paying for them yet or else had to go to Texas after them, 
for I never saw an animal so wild. Early day conductors and 
stockmen will agree with me. They were afraid of nothing ex- 
cept a cowboy on a horse.—J. K. Merrifield, in Missouri Pacific 
Agent’s Bulletin. 


Santa Fe Demonstration Train. 


As mentioned in the Railway Age Gazette of June 9 and 
September 22, the Atchison, Topeka & Santa Fe has been operat- 
ing over a portion cf its eastern and western lines a demon- 
stration train, illustrating the progress made in railway equip- 
ment and rcadbed construction during the last 30 years. The 
accompanying phctograph shows the train as it appeared while 
making its run. It was on the road four weeks. The train 
made stops at all towns of importance, and officers of the road 
who acccmpanied it explained the exhibits to the crowds who 
gathered to see them. The exhibit created a great deal of in- 
terest wherever it was shown, and the educational features of 
the train were commented on freely by newspapers throughout 
the states covered. A number of officers of the lines not covered 
have requested that the train be run through their territory, and 
it is possible that further use will be made of it. The train is 
pulled by engine No. 3,009, a hybrid Mallet reconstructed from 
two decapod locomctives in the company shops at Topeka. 
This locomotive, which is the largest in the world, was described 
in the Railway Age Gazecte of April 14, 1911, page 906. Just 
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legitimately, and as the result of better and more commodious 
service. If it is only secured by the sacrifice of the largest sec- 
tion of the public to a portion politically more useful, the sur- 
plus is costing more than it is worth. . . . The farmer in 
remote districts needs his mail, and deserves to get it regularly. 
It is, however, not an indispensable part of his business; while 
the punctual delivery of mail in the towns is essential to the 
prosperity of the country, without which the farmer would find 
a mighty poor market for his produce. 

Mr. Hitchcock, however, plays up to, or,down to, the farmer’s 
vote, at the expense of the cities. Rural free delivery is not 
curtailed, but the number of letter carriers, already inadequate, 
in one secticn of Greater New York is reduced from 47 to 29. 

We have no better public servant than the railway postal clerk, 
In cars which should contain five men three are now asked 
to do the work, with the result that mail matter overruns its 
destination, and the largest cities in the Union are thereby 
grossly ill served.—lWall Street Journal. 


Railway Nationalization in Great Britain. 


Among other results of the railway strikes has been a busy 
revival of the demand for nationalization. The advocates of that 
policy have found the opportunity to their hand and made the 
most of it. The trade union congress voted an instruction to the 
parliamentary committee to promote a bill for the nationalization 
of railways and canals next year. This demand has for many 
years been a regular item in socialist and labor-socialist pro- 
grammes; but circumstances this year have given it more point 
and substance than it could hitherto claim. It is not a chimerical 
demand. Railways are one of thcse public services which hav: 
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Santa Fe Demonstration Train. 


behind the Mallet is engine No. 048, built in 1880. The other 
equipment in the train includes flat cars, coal cars, stock cars, 
box cars, way cars, smokers and coaches. In each case a modern 
car and one of the type used 30 years ago being coupled together. 
In addition to the engines and cars, a number of smaller exhibits 
were shown on the flat cars, such as couplers, draft rigging, 
brakes and other equipment appliances, and comparative sections 
of roadbed and comparative signal installations illustrating the 
difference in practice between 1881 and 1911. The train was in 
charge of E. B. Sill, the oldest conductor on the road, who has 
been in service 33 years. The small locomotive was in charge 
of Peter Tellin, the oldest engineman on the road, who has been 
in service 39 years. Frank McClure, who was born the year 
the small engine was built, was in charge of the Mallet. The 
following table shows comparisons between the old and new 
equipment used in the train: 


Relative Weight. Relative Capacity. Relative Cost. 
ES eee iced apagiiene 
fs a om gE = z 
Old New Old New Old New 
Equip- Equip- Equip- Equip- Equip- Equip- 
ment. ment. ment. ment. ment. ment. 


Locomotive. 133,000 Ibs. 850,000 Ibs. 14,000 Ibs. 110,000 Ibs. $7,740 $43,880 
(Drawbar (Drawbar 
pull) pull) 


Flat car.... 19,200 lbs. 32,100 1bs. 40,000 lbs. 80,000 Ibs. 300 943 
Coal car.... 22,000 lbs. 36,500 1bs. 50,000 lbs. 80,000 Ibs. 338 1,036 
Box car.... 22,600 lbs. 46,900 lbs. 40,000 lbs. 80,000 Ibs. 475 1,265 
Way Cars... SSeO0Ibs:. SROOONDS,. cisscaccscs . dcosNasers 620 1,282 
Smoker .... 49,400 Ibs. 119,100 lbs. 28 pass’gers 86 pass’gers 3,000 12,124 
Coach ..... 50,300 Ibs. 123,100 Ibs. 48 pass’gers 75 pass’gers 3,605 12,820 


Politics and the Postoffice. 

No more pertinent nor appropriate example to other depart- 
ments of the government than the conversion of a post office 
deficit, reported year after year, into a surplus, could be de- 
sired. . . . The surplus, however, should be one obtained 


been transferred from private enterprise to the state in many 
countries, and they may conceivably be so treated here. Indeed, 
provision was made by Parliament, in 1844, as to the terms upon 
which the transfer might be made. 

Some well informed authcrities on railway matters, who do not 
desire the change and do not see any advantage in it, neverthe- 
less believe it to be inevitable, because the conditions under which 
the business is carried on have gradually become more and more 
onerous and tend eventually to make it impossible as a commer- 
cial ccncern. What with increasing statutory restrictions, govern- 
ment control, public demands for more facilities and lower 
charges, rising demands of labor, stoppages by strikes, and grow- 
ing burdens of taxation without representation, the railways have 
lost irretrievably the commercial position they once held, and find 
it more and more difficult to live and thrive. 

From this point of view the recent and present troubles con- 
stitute a real crisis, the significance of which seems hardly to be 
grasped by those who advocate nationalization on theoretical 
grounds. The railway companies have gone into the inquiry by 
royal commission on the understanding that they may be allowe 1 
to raise their charges if the result is such as to compel that step. 
This means that in the opinion of those who manage them the 
strain has reached such a point that, if it is increased on one side 
it must be relaxed on another. If, for instance, wages are raised, 
the public must be prepared to pay more, and to that attitude the 
government has assented. 

Now there is evidently a vital difference between the negative 
view that railways cannot be much longer carried on under con- 
ditions which are thus seen to be reached, or nearly reached, the 
point of incompatibility, and the positive view that they ought to 
be nationalized in the public interest. The latter rests on the 
assumption that the public would gain by the change. Those who 
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advocate it hold that the present pass is due either to private 
ownership in itself, which is the pure socialist argument, or to 
bad management, which is a half socialist one; and they assume 
that nationalization would cure all the existing troubles. They 
believe—we must presume seriously—that state ownership and 
management would at the same time give the public better fa- 
cilities at lower rates, pay higher wages and grant better condi- 
tions to railway servants, abolish discontent, and make strikes 
impossible. 

These contentions are constantly put forward, though not all 
together. The last is the point chiefly emphasized by recent ex- 
perience. The railway companies, it is said, have shown that 
they cannot manage the business, and therefore it must be taken 
from them. The tacit assumption is that no such trouble would 
then occur. This is merely a pious belief, which is contradicted 
by experience, and by express declarations made on behalf of the 
men. The assumed immunity from discontent and _ strikes 
conferred by state ownership has been disproved in several coun- 
tries, but in the clearest manner in France, which offers a par- 
ticularly favorable opportunity of comparing private and public 
ownership under the same conditions. Comparison of one coun- 
try which has state ownership with another which has not may 
be open to objection, because of the difference in other conditions ; 
but, when both systems are found operating in the same country, 
a valid comparison can be made. 

That is the case in France. Of.the five great trunk lines radi- 
ating from Paris, one, the Western, has been taken over by the 
state. Was it spared in the great railway strike of last year? 
Quite the contrary. The trouble was rather worse on that line 
than on the others, and much worse than on three of them. It 
was more acute, more obstinate, and accompanied by more acts 
of violence; and, to speak generally, discontent among the rail- 
waymen appears to be more chronic on that line—London Times. 


Canadian Pacific Dining Cars. 


At Winnipeg, Calgary and Vancouver the Canadian Pacific in 
connection with the dining car department has in use three new 
buildings which have been erected at a cost of $15,000 for lodg- 
ings for the employees of the dining car department. Coming 
into these cities after a long run the men will not have to look 
up a hotel or boarding house, but will go to the new buildings. 
These houses are built to accommodate sixty-two employees and 
are of the most modern construction in every respect. Every- 
thing is free, including the laundry. Conductors, chefs and 
waiters all have separate quarters, and these quarters include 
baths, bedrooms, reading rooms, libraries, cardrooms and billiard 
rooms. Nice gardens beautify the premises and the men have 
all the comforts of home. The men will always be clean and 
tidy. It is compulsory for the men to take a bath and a change 
of underwear after each trip. A check system has been installed 
which makes it necessary for the men to comply with this rule. 
When a car is called away on short notice at night it is not 
necessary to seek for a crew. The men are right at hand when 
needed. It is expected that the C. P. R. will build these houses 
at all divisional points, and one is now projected for Moose Jaw. 


Harriman Lines Strike. 

The embargo notice of the Illinois Central advising railways 
connecting with it that no freight from them would be received 
by that road for delivery at Memphis and New Orleans, because 
of the possible violence of the strikers has been withdrawn, indi- 
cating the improvement in traffic conditions on that road. Offi- 
cers of the road in Chicago said there was no truth in the state- 
ments of striking shop men that incompetent inspectors were 
looking after safety devices and air brake equipment. 

A special committee appointed by Mayor Harrison of Chicago, 
on protest of the striking shop men has recommended that the 
Jllinois Central pay for the services of 72 policemen detailed to 
protect the property of the company, it being alleged that the 
policemen were stationed inside the fences, and that they per- 
formed the duties of private watchmen. The same committee 
recommended that the Chicago health department investigate 
conditions at the railway’s paint shop, where strike breakers are 
housed. 

Representatives of the shop men say that some 3,000 shop 
workers on the Central of Georgia will go out on a strike in sym- 
pathy with members of their union on the Illinois Central. 
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Reports from Galveston, Tex., say that members of the Broth- 
erhood of Railway Trainmen and of the Order of Railway Con- 
ductors employed on the Harriman lines have voted to strike: 
also, that strike votes are being taken on the Harriman lines 
members of the Brotherhood of Locomotive Engineers, th 
Brotherhood of Locomotive Firemen and Enginemen, and th 
Order of Railway Telegraphers. 

Reports that shop employees of the Rock Island lines wer 
about to go out in sympathy with their co-workers on the IIlinoi 
Central were discredited by officers of those lines. 


Iron and Steel Production in 1910. 


The report on the production of iron ore, pig iron and stec! 
in 1910, published by the Geological Survey, says in part. 
“Although the iron and steel industry in the United States in 
1910 broke all previous records by a small margin, the total 
volume of business was not as great as was anticipated at the 
beginning of the year. On December 31, 1910, there were 20) 
furnaces in blast out of a total of 473; on the same date in 1909, 
there were 338 furnaces in blast out of a total of 469. As a con- 
sequence of the active demand, the iron ore output exceeded 
that of 1909 by 5,734,297 long tons, and that of 1907, which was 
previously the record year, by 5,169,115 tons. The total quantity 
of iron ore marketed in 1910 for the purpose of making pig 
iron (not including stocks left at mines or iron ore used for 
fluxing other metallic ores, nor in the manufacture of paints, 
was 56,889,734 long tons, as compared with 51,155,437 tons in 
1909, and with 35,924,771 tons in 1908. The output of pig iron 
in 1910 was 27,303,567 long tons, as compared with 25,795,471 
tons in 1909 and with 15,936,018 tons in 1908. The increase in 
the production of iron ore in 1910 over that of 1909 was 11.21 
per cent., and the increase in the production of pig iron and steel 
was 5.85 per cent. and 8.93 per cent., respectively.” 


British Report on Labor Controversy. 


The British commission appointed last August to try to settle 
the questions at issue between the railway companies and their 
employees has issued its report. The commissioners feel that 
recognition by the companies of the men’s unions is not desirable. 
It says that the companies, with their great responsibilities, can- 
not and should not be expected to permit any interference by 
their men on the subjects of discipline and management. 

The commission recommends the adoption of a new scheme, 
to be in force until January 6, 1914, by which all questions affect- 
ing hours of work, wages and conditions of service that cannot be 
settled by negotiation shall be referred to a conciliation board 
to be formed along the lines of the existing sectional boards of 
conciliation. It is proposed also that the existing agreements 
between the companies and the men shall remain in force until 
January 7, 1912. The commissioners recommend, in conclusion, 
that men on strike shall not be allowed to coerce by threats or 
intimation other men who wish to work. 

After the report was made public, meetings were held by a 
number of unions, and resolutions refusing to accept the com- 
mission’s findings were passed. When the commission was ap- 
pointed the Board of Trade announced that both parties had 
promised to accept the findings. Several labor leaders now say 
that neither the men nor the union executives were consulted, 
that acceptance was not pledged, and that they will not recognize 
such an obligation. 


Government Regulations of Industrials. 

At a speech in Brooklyn last Tuesday, Interstate Commerce 
Commissioner Prouty advocated the appointment cf a commis- 
sion to regulate industrials. He said: 

“There is no greater joke to-day than the treatment of the 
trust problem by the government of the United States. For 
more than twenty years the Sherman anti-trust law has been tlie 
subject of judicial interpretation, and yet to-day no lawyer can 
advise his client with certainty whether he is within or without 
the inhibition of that law. 

“The U. S. Steel Corporation is profoundly uncertain whether 
its enterprises are legal or not. If there are evils connected with 
the organization or operation of monopolies—and there are very 
grave evils—they must be reached by some method different from 
dissolution decrees. Drastic regulation by a trust commission 
could meet the difficulty. 
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“I believe the only practical relief from trust oppression is to 
be found in more direct and drastic government regulation. First 
a commission should be appointed, in most respects similar to the 
lnterstate Commerce Commission. It should devote considerable 
time to investigation before taking action. That was what the 
interstate Commerce Commission did before it began to exercise 
real power. The time will not be wasted. 

“Just as in the case of the railways, the way to regulate indus- 
irial monopolies is for the government to take hold and regulate 
them itself.” 


Employers’ Liability Legislation. 


The joint congressional commission on employers’ liability, 
which has been holding meetings in Washington to formulate a 
bill to be presented at the next session of Congress, has agreed 
on the main points. It is to apply only to interstate carriers, 
on the ground that this is as far as the power of Congress ex- 
tends. The compensation is to be paid by the employer directly 
and not out of a general fund created by any form of taxation. 
The law is to be compulsory, except that if any company and its 
employees agree on a plan of compensation which is as favorable 
to the employees as is the law, this plan may be substituted for 
the law. The amounts of payments are to be based on a per- 
centage of the pay received by the injured employee at the time 
of his injury. Public hearings are to begin on November 6 in 
Washington. 


M. M. and M. C. B. Conventions. 


At a joint meeting of the executive committees of the Master 
Mechanics’, Master Car Builders’ and Railway Supply Manufac- 
turers’ Association, held at the Belmont Hotel, New York, Oc- 
tober 24, it was decided to hold the 1912 conventions at Atlantic 
City. The Master Mechanics’ Association will meet June 12, 
13 and 14, and the Master Car Builders’ Association, June 17, 
18 and 19. At the suggestion of railway men it was decided to 
make a change in the entertainment features and the manner of 
handling them. 


Dining Car Superintendents. 


The American Association of Dining Car Superintendents at 
its meeting at Cincinnati, Ohio, last week, elected the following 
officers: President, George L. Best (Southern) ; vice-president, 
A. D. Gilleland (Colorado & Southern) ; secretary and treasurer, 
F. M. Dow (Illinois Central), Chicago; executive committee, 
P. A. Danzer (Denver & Rio Grande), G. M. Hart (Wabash), 
and E. W. Smith (Grand Trunk). The next convention will be 
held in October, 1912, at Denver, Colo. 


The American Railway Association. 


The fall session of the American Railway Association will be 
held at the Blackstone, Chicago, November 15. Reports will be 
presented by the committees on Transportation, on Maintenance. 
on Relations Between Railways, cn Jéxplosives, and on Electrical 
\Vorking. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake AssociaTion.—F. M. Nellis, 53 State St., Boston, Mass. 
‘ AMERICAN ASSOCIATION OF DEMURRAGE OFFicEeRS.—A. G. Thomason, Bos- 
ton, Mass. 
AMERICAN ASSOCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—W. C. 
Hope, New York; next convention, Seattle, Wash. 
Aa? ASSOCIATION OF FREIGHT AGENTS. on. G. Wells, East St. Louis, 


AMERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 
Carew building, Cincinnati, Ohio; 3d Friday of March and September. 

AweRICAN Exectric Rartway AssociaTION.—H. C. Donecker, 29 W. 39th 
St., New York. 

AxERICAN Rattway AssociaTIon.—W. F. Allen, 75 Church St., 
November 15, Chicago. 

AmerIcAN Rattway BripcE AND Burtp1ne Assocration.—C. A. Lichty, C. & 
N. W., Chicago. Next annual convention, third week in October, 
1912, Baltimore, Md. 

American Rarttway ENGINEERING AssociaTION.—E. H. Fritch, Monadnock 
Block, Chicago; annual convention, March 19-21, 1912, Chicago. 

AvrertcAn Rartway Master Mecwanics’ AssociaTion.—J. W. Taylor, Old 
—% building, Chicago. Annual convention, Atlantic City, N. J., 

une 12-14, 


New York; 
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AMERICAN RaiLway Toot ForREMEN’s AssociaTion.—O. T. Harroun, Bloom- 
ington, Ill. 

AMERICAN Society FoR TestinG Materiats.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. 

AMERICAN Society oF Civit ENGINEERS.—C. W. Hunt, 
New York; list and 3d Wed., except June and August, New York. 

AMERICAN SOCIETY OF ENGINEERING Contractors.—J. R. Wemlinger, 13 
Park Row, New York; 5d ‘tuesday of each month, New York. 

AMERICAN Society oF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., New York. 

ASSOCIATION OF AMERICAN RartLway AccouNnTING OFFicers.—C. G. Phil- 
lips, 143 Dearborn St., Chicago; annual, June 26, 1912, Quebec, Que. 

ASSOCIATION OF RAILWAY Chars AcENTS.—J. R. McSherry, C. & E. I., Chi- 
cago; annual convention, May 22, 1912, Los Angeles, Cal. 

ASSOCIATION OF RaiLway ELEcTRICAL ENGINEERS.—Jos. A. Andreucetti, C. & 
N. W. Ry., Chicago; annual, November 6-10, Chicago. 

ASSOCIATION OF RaIlLWAy TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 135 
Adams St., Chicago; annual, June 24, 1912, New York 

ASSOCIATION OF Teaneenaseen AND Car _ ACCOUNTING Orricens. —G. P. 
Conard, 75 Church St., New York; December 12-13, Louisville, Ky. 


CANADIAN RAILWAY Cuus.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 2d Tuesday in month, except June, July and Aug., Montreal. 

CaNnaDIAN Society oF Civit ENGINEERS.—Clement H. McLeod, 413 Dor- 
chester St., Montreal, Que.;’ Thursdays, Montreal. 

Car ForeMEN’s AssociaTION oF CuicaGo.—Aaron Kline, 841 
Court, Chicago; 2d Monday in month, Chicago. 
CentraL Rartway CLus.—H. D. Vought, 95 Liberty St., New York; 2d 

Thurs. in Jan. and 2d Fri. in March, May, Sept., Nov., Buffalo, N. Y. 
Civit ENGINEERS’ Society oF St. Paut.—D. F. Jurgensen, 116 Winter St., 
St. Paul, Minn.; 2d Monday, except June, July and Aug., St. Paul. 
ENGINEERS SocIETY OF PENNSYLVANIA.—E. R. Dasher, Box 704, Harris- 
burg, Pa.; lst Monday after 2d Saturday, Harrisburg, Pa. 
ENGINEERS’ SoOcIETY OF WESTERN PENNSYLVANIA.—E. K. Hiles, 803 Fulton 
building, Pittsburgh; lst and 3d Tuesday, Pittsburgh, Pa. 
FreEIGHT CxLaim Association.—Warren P. Taylor, Richmond, Va.; annual 
May 15, Buffalo, N. Y. 
GENERAL SUPERINTENDENTS ASSOCIATION OF Cuicaco.—E. S. Koller, 226 
W. Adams St., Chicago; Wed. preceding 3d Thurs., Chicago. 
INTERNATIONAL RatLway ConGress.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 

INTERNATIONAL RAtLWay Fuet Assocration.—D. B. Sebastian, La Salle 
St. Station, Chicago. 

INTERNATIONAL AB eg GENERAL ForeMEN’s AssociaTion.—L. H. 
D. & I. R. Ry., Two Harbors, Minn. 

INTERNATIONAL RaiLrcaD Master BLACKSMITHS’ AssociaTion.—A. L. Wood- 
worth, Lima, Ohio. 
Iowa Raitway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August, Des Moines. 
Master Borter Makers’ Association.—Harry D. Vought, 95 Liberty St., 
New York. 

Master Car Buitpers’ AssociaTIon.—J. W. a 
Chicago. Annual convention, Atlantic City, N. J., 

Master Car AND LocoMoTIVE PAINTERS’ ASSOCIATION, OF 
AND Canapa.—A. P. Dane, B. & M., Reading, Mass. 
convention, second week in September, 1912. 

New Encianp Rairroap CLus.—G. H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except June, July, Aug. and Sept., Soston 

New York Rarrroap CLus.—H. D. Vought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August, New York. 

NortTHERN Rartway Ciun.—C, L. Kennedy, C., M. & St. P., Duluth, Minn; 
4th Saturday, Duluth. 


220 W. 57th St., 


North 50th 


Bryan, 


Old Colony ne 

June 17-19 

Untrep sealvene 
Next annual 


Omana Raittway Cius.—H. H. Maulick, Barker Block, Omaha, Neb.; 
second Wednesday. ; 
RaiLtroap CLus oF Kansas City.—C. Manlove, 1008 Walnut St., Kansas 


City, Mo.; 3d Friday in month, Kansas City. 

Rartway CLus oF PittssurGH.—C. W. Alleman, P. & L. E., Pittsburgh, 
Pa.; 4th Friday in month, except June, July and August, Pittsburgh. 

Raitway InpustriAL AssociaTion.—G. L. Stewart, St. L. S. W. Ry., St. 
Louis, Mo.; annual, May 12, 1912, Kansas ’City, Mo. 

Raitway S1cnaL Association.—C. C. Rosenberg, Bethlehem, Pa. 


ene: * STOREKEEPERS’ ASSOCIATION. —Jj. P. Murphy, Box C, Collinwood, 

Ohio. 

RicHMoND RarLroap CLus.—F. O. Robinson, Richmond, Va.; 2d Monday, 
except June, July and August. 

ROADMASTERS’ AND MAINTENANCE OF Way AssocriaTion.—L. C. Ryan, C. & 
N. W., Sterling; Sept. 10, 1912, Buffalo, N. 


St. Louris Rartway Crius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug., St. Louis. 
Society oF RaILway FINANCIAL OFFICERS.—C. Nyquist, La Salle St. Sta- 


tion, Chicago. 
SouTHERN ASSOCIATION OF Car SeERvICE OFFIcers.—E. W. Sandwich, A. .& 
. P. Ry., Montgomery, Ala. 
SouTHERN & SoUTHWESTERN RatLway Cxus.—A. J. Merrill, Grant bldg., 
Atlanta, Ga.; 3d Thurs., Jan., March, May, July, Sept., 'Nov., Atlanta. 
ToLepo TRANSPORTATION CLuB.—J. G. Macomber, olson Spice Co., To- 


ledo, Ohio; Ist Saturday, Toledo. ; 
TraFFic CLus oF CHIcAGo.— uy S. McCabe, La Salle Hotel, Chicago; 
meetings monthly, Chicago. 
TraFFIc CLus oF New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, July and August, New York. 


TraFFIC CLUB OF PirtssurGH.—D. Vells, Erie, Pittsburgh, Pa.; meet- 
ings monthly, Pittsburgh. 

Train DESPATCHERS’ ASSOCIATION OF Satan. —J. F. Mackie, 7042 Stewart 
Ave., Chicago; annual, June 18, 1912, Louisville, Ky 

TRANSPORTATION CLUB OF Burrato.—}. M. Sells, Ratlelet 
after first Wednesday. 

TRANSPORTATION CLUB OF Detro1t.—W. R. Hurley, L. S. & M. S., Detroit, 
Mich. ; meetings monthly. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. R., 
East Buffalo, N. Y.; August, 1912. 

WESTERN CANADA RAILWAY Crus.—W. :? Rosevear, P. O. Box 1707, Win- 
nipeg, Man.; 2d Monday, “ee June ‘= and August, Winnipeg. 

Western Raitway Crus. —J. Tayh “, Old olony building, Chicago; 3d 
Tuesday of each month, except June, July and August. 

WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, 1735 Monadnock Block, 
Chicago; 1st Wednesday in month except ane om ont August, Chicago. 

Woop PresErvers’ ASsociATION.—F. J. Angier, , Baltimore, Md.; 

ansual, January 16-18, Chicago. 


” first Saturday 
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Craffic News. 


3usiness men of Savainah have held a meeting and given 
formal assurance to the Atlantic & Pacific Transport Company 
of sympathy with the plan for making Savannah a port of call 
on the New York-Colon line of the company. 


The new transatlantic line between Boston and Rotterdam in 
connection with the New York, New Haven & Hartford and 
Canadian Pacific systems, will begin service in about ten days 
with two large steamers owned by the Canadian Pacific. This 
line expects to secure some of the grain traffic. 


Morgan’s Louisiana & Texas Railroad & Steamship Com- 
pany will begin to run freight trains over its new line from 
Lafayette, La., to Baton Rouge, on November 5. On this line, 
which is 57 miles long, there are 15 stations between the points 
mentioned, 10 of which have agents. 


Western lines have declined the proposition of Canadian lines 
to make reduced round trips for the so-called visitors’ excursions 
from western Canada to Central West points during December 
on the ground that the proposition is an immigration scheme to 
induce more Americans to move into western Canada. 


The new through express route between the Pacific Coast and 
New York was inaugurated on October 20. The route is from 
Oakland, Cal., via the Western Pacific, to Salt Lake City, Utah; 
via the Denver & Rio Grande to Denver, Colo.; via the Chicago, 
Burlington & Quincy to Chicago, and via the Pennsylvania to 
New York. ‘ 


Florida’s law prohibiting the shipment of immature fruit will 
be carried to the United States Court on the ground that the 
law as applied to interstate shipments is in violation of the com- 
merce clause of the United States Constitution. According to 
C. H. B. Floyd, of counsel for Fred Fee, of St. Lucie County, 
who is under indictment in Florida for the shipment of fruit 
alleged to be immature. 


In an appeal to the Secretary of State, the express companies 


say that their Oklahoma assessments were raised 10,000 to 50,000 
per cent. by the State Board of Equalization. The Pacific Ex- 
press Company placed the amount of assessable property within 
the state at $850, and the board raised the amount to $182,380. 
The valuation of the Wells Fargo company was raised from 
$27,260 to $672,635, the United States from $41,636 to $1,421,365, 
and the American from $7,100 to $702,145. 


The Duluth & Iron Range and the Duluth, Missabe & Northern, 
both subsidiaries of the United States Steel Corporation, are to 
reduce the rate on ore from 80 cents to 60 cents. This 80-cent 
rate covers all shipping points on the Duluth, Missabe & North- 
ern, and all Missabe Range points on the Duluth & Iron Range. 
From Tower the rate is 90 cents to the docks at Two Harbors, 
and from Ely $1. The new rate will be a flat one of 60 cents 
per gross ton from all points on the two railways. 


The Southern Pacific has put into active service between New 
York and Galveston four additional ships which had been idle all 
summer, and is now at work getting three other ships ready for 
the heavy autumn trade. Officers of the company say freight busi- 
ness between here and the two southern ports is fully 100 per 
cent. better than only a few months ago. In addition to the 
enormous northward movement of cotton there are unusually 
heavy shipments of sugar for this early season. 


Some forty business concerns of Portland, Ore., have joined 
in an appeai to the Interstate Commerce Commission asking that 
the advance in class rates from New York, Chicago, Pittsburgh 
and other eastern points to Portland, which are to become effect- 
ive November 1, be suspended until these concerns can be heard 
in the premises. They claim the advances are unjust, unreason- 
able and discriminatory, and in some cases violate the fourth sec- 
tion of the Interstate Commerce act. A telegram formulating 
their petition was sent to the Interstate Commerce Commission 
on October 14. 


The Flour City Steamship Line—the line established by the 
Minneapolis millers to secure rates to Buffalo lower than the 
railways and regular steamship lines would grant—proposes to 
try to get the Commerce Court to issue a mandamus to compel 
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the Lehigh Valley to receive and forward flour from Buffalo to 
New York at a rate as low as is secured by the regular steamer 
lines. Questions by Judge Knapp indicated that the court would 
refuse a permanent writ on the ground that the Flour City line 
should first go to the Interstate Commerce Commission for a 
determination of the facts. The Flour City line has filed a com- 
plaint with the commission against the eastern lines asking for the 
establishment of a through rate and joint rate from Minneapolis 
to New York, which is set for a hearing on Saturday, Oc- 
tober 28. 


The Wall Street Journal’s Analysis of the Pacific Coast Rate 
Question. 


When Wall Street read in its morning paper July 25 last that 
the Interstate Commerce Commission had ordered a wholesale 
reduction in inter-mountain commodity rates transcontinental 
stocks dropped. The average estimate of the aggregate annual 
loss to the roads was about $12,000,000. That estimate now ap- 
pears just $12,000,000 too high. 

The traffic director of one of the largest systems affected by 
the ruling now declares that the roads do not expect to lose a 
dollar under the inter-mountain decision. 

In that decision the commission said the interior rates were 
too far above coast rates. One way of correction was to lower 
the interior rates. The other, and for the roads the saving way, 
was to raise the coast rates. 

The transcontinental lines have notified the commission of an 
increase in all class rates to the Pacific coast from eastern terri- 
tory, and have completed a new tariff advancing commodity 
rates to the coast an average of 20 per cent. The roads thus not 
only give notice that they are preparing not to suffer any loss 
under the inter-mountain decisions, but go so far as to set forth 
the reasons for their utter confidence that the advances will be 
granted. They say that in its decisions the commission left the 
roads, perhaps intentionally, a tremendous loophole through which 
to escape from reduction of revenues. It did so by not declaring 
the interior rates too high of themselves, but merely too high as 
compared with coast rates. 

In condensed detail the situation is as follows: As to class or 
general group rates the commission, in its decision of June 6, 
1910, fixed lower definite class rates to inter-mountain points as 
reasonable charges for the service given. The roads are now 
taking those rates to interior points, fixed by the commission as 
reasonable, and adding to them a reasonable charge for the ad- 
ditional haul to the coast. Two members of the commission have 
already expressed their approval of this move as carrying out 
the principle laid down by the commission itself. This means 
that unless the commission’s inter-mountain decisions are thrown 
out by the Commerce Court, the roads are prepared to abandon 
the water competition basis of rate making. They will boost the 
rate to the coast irrespective of water rates, to bring it into ad- 
justment with the rate to interior points. They will do so even 
though thereby considerable coast business is lost to water com- 
petition. é 

This loss in coast traffic will probably offset the roads’ addi- 
tional revenue from the higher coast rates. This still leaves the 
roads to stand the loss suffered through lowered rates to the in- 
terior. The significance of the advance in coast class rates, how- 
ever, is that the roads are thereby withdrawing a violation of the 
long and short haul principle and justifying application of that 
principle to commodity or article rates to the coast. Had the 
commission fixed definite lower commodity rates to the interior 
there would be little or no point to increasing commodity rates 
to the coast, as the higher rates would merely mean loss of busi- 
ness to water competitors. 

In the Utah cases the commission did fix specific commodity 
rates to Utah points at what it considered a reasonable level, and 
the roads, accepting these rates as reasonable, will simply add a 
reasonable additional charge for the plus haul to the Pacific. In 
the Nevada and other inter-mountain cases, however, the com- 
mission did not fix definite commodity rates. It ruled that the 
existing interior points commodity rates were wrong as compare 
with those to more distant points. It held that, from the Mis 
souri river, commodity rates to interior points should not be 
higher than those through to the coast; from Chicago points, not 
more than 7 per cent. higher; from Buffalo-Pittsburgh points. 
not more than 15 per cent higher, and from New York and trunk 
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line territory, not more than 25 per cent. above the coast rates. 
This means that if the roads left the coast rate unchanged they 
must lower the interior rates, which averaged well above these 
percentages over coast rates. If the roads raised the coast rates, 
however, while the rates to the interior must still be readjustec, 
there would be no need of lowering the average rate. Therefore 
the roads are raising the coast rates. 

The complaints which opened the inter-mountain cases were 
complaints of certain communities that other communities were 
being fatted at their expense, and certainly the main point in the 
decisions was adjustment among communities. If the commission 
refuses the proposed coast advances now it must be on the ground 
that the (commodity) rates to interior points are unreasonabic 
in themselves; that therefore it will not permit advance of rates 
to the coast which would permit the roads to maintain the present 
rates to the interior. This would require a new move by the 
commission which it has shown no reason for undertaking. 

That the commission did declare the interior rates unreason- 
able to Utah but not in the Nevada and other cases is fair evi- 
dence that they intended to leave the roads the above way out of 
their threatened loss in revenue; that is, that the main and impor- 
tant point they were making was that there must be a readjust- 
ment of relation between interior and coast rates. It would seein 
that the increase in coast rates will solve the problem and that 
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the adjustment will not after all be accomplished by any loss in 
revenue. 

As the readjustment ordered was not to go into effect unti! 
October 15, in the Nevada cases and November 1 in the other 
cases, and the dates have been postponed pending a decision by 
the Commerce Court as to whether the inter-mountain decisions 
shall stand, the roads have suffered no loss as yet. If the court 
overrules the commission the roads will be where they were he- 
fore the inter-mountain cases were decided, and if it sustains the 
commission the higher coast rates will be filed in time to obviate 
the necessity of reducing interior rates on the average, leavin 
the mere readjustment of zones, a clerical burden, but easier tu 
bear than reduced earning power.—Wall Street Journal. 


Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association in presenting sta- 
tistical bulletin No. 105, giving a summary of car shortages and 
surpluses by groups from June 8, 1910, to October 11, 1911, says: 

“The total car surplus reported for the period ending October 
11, 1911, is 48,854 cars, and is the smallest surplus reported since 
November 23, 1910. During the two weeks ending with October 
11, 1911, the total car surplus decreased 9,528 cars. Of this de- 
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= —Surpluses ~ [7 Shortages —, 
Coal, Coal, 

Date. No. of gondola Other gondola Other 
roads Roux Flat. ai.d hopper. kinds. Total. Box. Flat. and hopper. kinds. Total 
Group *t.— October UL, VOUT 3 6 ocecc sc cwasiees 4 181 463 243 217 1,104 807 160 350 0 1,317 
i — 4 SB sacs-<5 aac aess 22 1,249 98 4,695 1,942 7,984 359 1 186 55 601 
35 3.— “* WES SM es ckerssecees 25 1,485 246 5,728 1,633 9,092 616 54 225 52 947 
3 4.— i i SOROS So oro.5-5 3k etiewiees 10 143 59 614 1,350 2,166 715 257 350 14 1,336 
* 5.— = 1 RE | | bs Cae = 17 130 25 725 1,141 2,021 460 170 50 0 680 
dé 6.— “s Ue 1 ee eee 24 5,334 744 1,345 3,141 10,564 85 4 101 32 222 
” 7.— f DAS BA ais6s a wa ween 3 19 0 45 223 287 200 61 0 0 261 
jeg 8.— Hs URES: |! Re a ea ee 17 1,006 90 986 1,653 3,730 995 142 250 1 1,388 
/ 9,— ss Cu big: |! | 1? GAS tenateraee ise eure 11 603 355 330 631 1,919 50 0 0 0 50 
i 10.— ig De PRN wb: eoARra We Wee tnela 19 253 680 1,703 5,376 8,012 2,617 13 0 6 2,636 
; 11.— : MAS ORGS, so sivesctiee eae 5 84 901 &2 903 1,970 3,186 221 0 112 3,519 
IS eee er ta eer perme 160 10,487 3,661 16,496 18,210 48,854 10,090 1,083 1,582 272 12,957 


*Group 1 is composed of New England lines; Group 2—New York, New Jersey, Delaware, Maryland and Eastern Pennsylvania lines; Group 3—QOhio 
Indiana, Michigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carclina lines; Group 5—Kentucky, Tennessee, 
Mississippi, Alabama, Georgia and Florida lines; Group 6—Iowa, Illinois, Wisconsin, Minnesota and the Dakotas lines; Group 7—Montana, Wyoming and 
Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; Group 9—Texas, Louisiana and New Mexico lines; Group 10—Ore- 


gon, Idaho, California and Arizona lines; Group 11—Canadian lines. 
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crease 1,885 are box cars, 183 are flat cars, 3,047 are coal cars and 
4,413 are miscellaneous cars. The decrease is chiefly in group 6, 
and there is a slight decrease in all other groups with the excep- 
tion of group 4 (West Virginia, Virginia, North Carolina and 
South Carolina), which reports a very small increase. 

“There is an increase of 4,613 cars reported in the total short- 
age. Box car shortage increased from 6,632 cars on September 
27 to 10,090 on October 11, an increase of 3,458 cars or 52.14 
per cent. Miscellaneous cars show a decrease of 118 cars, while 
flat and coal cars increased 716 cars, and 567 cars respectively.” 

The accompanying table gives the figures by groups for the last 
period covered by the report and the charts show total bi-weekly 
surpluses and shortages from 1907 to 1911. 





Traffic Club of New York. 
At the mecting of the Traffic Club of New York, to be held 


October 31, Edwin J. Clapp, of New York University, will make 
an address on German waterways. 


INTERSTATE COMMERCE COMMISSION. 





A hearing will begin at Des Moines, Iowa, on October 28, 
on complaints that have been filed with the Interstate Commerce 
Commission at different times on a variety of freight rates and 
adjustments of rates which are alleged to discriminate against 
Des Moines. Certain class and commodity rates between points 
in Iowa and points in adjacent states will also be investigated, 
and it is intended to continue the hearing until all the Iowa cases 
are heard. 


In its investigation of express rates, the commission has issued 
an order to express companies to furnish the commission by 
December 1 with a great mass of details of the company’s opera- 
tions. These details include the names of officers and stockhold- 
ers; amount of issues of securities; copies of contracts with rail- 
ways; number of packages, newspapers and magazines handled; 
changes in express rates during the last 20 years; considera- 
tions, if any, paid to railway officers to induce the execution of 
contracts, and total amount paid to railways for the year ended 
June 30, 1911. 





Complaint Dismissed. 


American Manufacturing Co, v. Lowisville & Nashville et al. 
Opinion by the commission: 

Pieces of iron may be manufactured into various articles with- 
out remelting should not be classed as scrap iron under the defi- 
nition contained in the southern classification, which provides 
that scrap-iron rates will apply only on scraps and pieces of 
iron and steel which have value for remelting purposes only. 


(21 I. C. C., 483.) 





Minimum Weight Ruling. 


C. W. Hull Company v. 
Opinion by the commission: 

Tariff rule providing minimum weight of 50,000 Ibs. on brick 
subject to rule “Except when marked capacity of car is less, in 
which event the marked capacity of the car will govern” was 
construed by carrier to vary the minimum only when carrier was 
unable to furnish cars of the prescribed capacity. The rule so 
construed was unfair and should have provided that when ship- 
per ordered car of certain capacity and the carrier for its own 
convenience, furnished a car of greater capacity than that or- 
dered, the capacity of the car ordered should be applied subject 
to actual weight if in excess. (21 I. C. C., 486.) 


Missouri Pacific Railway Co. et al. 





Complaints to the Commission and Suspensions of Tariffs. 

The commission has suspended until March 14 the proposed 
advances in the rates on cattle and calves over the Chicago, Rock 
Island & Pacific and its connections. The rates were to have 
taken effect November 15. 

The commission has further suspended the new regulations 
that were proposed for pre-cooling and pre-icing fruit handled 
by the Southern Pacific and the San Pedro, Los Angeles & Salt 
Lake. 

The commission has suspended the proposed advances in rates 
on bran, barley and wheat on the Atchison, Topeka & Santa Fe 
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lines which were to have become effective on November 1. 

The United States Navy Department has complained to the 
Interstate Commerce Commission that the roads participating in 
a shipment of launches from Portsmouth, N. H., to Norfolk, 
made an overcharge of $35.21, due to having furnished cars with 
a minimum carload rating of 20,000 lbs. when the Navy Depart- 
ment asked for cars with a 16,200-lb. minimum. 





STATE COMMISSIONS. 





The Indiana Commission has appointed James Donahue, of 
Indianapolis, locomotive boiler inspector; salary, $2,000 a year. 


The Railroad Commission of Louisiana is to hold a hearing 
on October 25 on the question of abolishing all concentration 
charges on cotton seed at cotton seed mill points. 


The New York State Public Service Commission, First dis- 
trict, has adopted an order that after June 1, 1912, all surface 
street cars in New York City must have power brakes and 
geared hand-brakes. 


The Railroad Commission of Louisiana has ordered the 
American Express Company and certain other express companies 
to put sufficient men on their delivery wagons to unload such 
shipments as are too heavy or bulky to be handled by one man. 


Prof. Garrett Droppers, professor of political economy at Will- 
iams College, who has been appointed a member of the Massachu- 
setts State Railway Commission, was born in Milwaukee, April 12, 
1860, and graduated from Harvard in 1887. He pursued special 
studies in economics, finance and political science. In 1888-89 
he studied at the University of Berlin. From 1889 to 1898 he 
was professor of political economy and finance at Tokio Univer- 
sity, Japan, and then for nine years was president of the Univer- 
sity of South Dakota. In 1907-8 he lectured on political economy 
at Chicago University. He translated Schopenhauer’s essays. 
He has contributed many articles on economic and political topics 
to learned societies’ publications. 


The Public Utilities Commission of New Jersey has ordered 
the New York & Long Branch, after November 1 to stop 
passenger trains at Asbury Park on Sundays. For many years 
the trains of this road have run through Ocean Grove and As- 
bury Park on Sundays without stopping. This is in pursuance 
of an agreement made with the Ocean Grove Camp Meeting 
Association. Asbury Park is outside the Ocean Grove reser- 
vation, but the Camp Meeting Association has, until now, suc- 
ceeded in regulating this matter of train stops both on its own 
grounds and in Asbury Park. The commission seems to have 
held, in substance, that the contract of the railways with the 
Camp Meeting Association was contrary to public policy. 





COURT NEWS. 





The Supreme Court has set the hearing in the government's 
appeal in the Union Pacific-Southern Pacific merger suit for 
January 8. 


The Commerce Court is now hearing the argument on a peti- 
tion to set aside the orders of the Interstate Commerce Commis- 
sion in Pacific Coast cases of the Atchison, Topeka & Santa Fe 
and the Union Pacific. 


At Cincinnati, October 16, the Louisville & Nashville was fined 
$200 in the United States District Court on the charge of trans- 
porting two cars of scabby sheep from Southern Kentucky with- 
out properly branding the cars. 


Judge Thurman in the circuit court at Nevada, Mo., on October 
16, held as legal the law recently passed by the general assembly 
of Missouri requiring employers, including railways, to pay their 
employees at least twice a month. The case which was tried to 
test the constitutionality of the law will be appealed. 


The Commerce Court has issued a temporary injunction sus- 
pending the order of the Interstate Commerce Commission in the 
case known as the Nashville grain rebilling case, in which the 
Interstate Commerce Commission had ordered the discontinuance 
of an allowance for rebilling or reshipping grain, hay, etc., a! 
Nashville while refusing the same privilege at Atlanta and other 


Georgia points. 





‘pe°607'9$ 1 FC8'OCL'S$ FS 
'8¢°900'T$ s *6£°6C0'I 


L$ SOL U6 966" S$ 
eerert ee : $ “19 LZ8S' I$ 6 


£e°0S2 
ce"¥Se 


$90°9$ 2 oe eres : : 967 
*€8°L6L°T$ a * ) 8°S90°LZ$ 


£0°8EL°Z "ret t***Q16T ur] Jo a sed aBesaay 
72 ¥86°L “TI6L ‘aury jo api Jod a8ei9ay 
RAS a? sree s"OT6T JIpuy) [16] asea199q7 
T1829 0&2 Z8 ae J9AQ TI6I aseer10Uy 
S9'9ES ‘TIO IP8‘T “OI6I ‘OE euNf Buripug sev9X 10; [eIOL 
9Lb1e2hL‘826'T$ “LI6T ‘O¢ Ounf Sulpuy jvax s0F [eI] 


S£°1Z1°666‘09T OI61 ? 


PI'IZ6 C£6'8ST TI61 § 
Sr Ofe‘96h°Z9L1 O161 


‘poyissejoun sapnyouy v 


‘payissepoun sepnypouy ; 


‘OBVIIAR QI’ 3 ZI'8 


Sc°6Er 98°09¢ 


| a 
86°6Eb'Sbe'b 
O1°0S9‘F0S‘t0T 
80°080°0SZ'801$_ 


IS'OZT*ESs ‘OL 
8S°ECh'bbr'6 
87 18Z‘PS 16 


eO°eIs‘€ 
€8°80Z'¢ 
80°440'859'09 
pS°LE0°Z18'SE8 
9b O96'EST'SLLS 
16°E2S‘01S‘99 


b8°Z1b°802‘E9 
9L°196‘bb8°c9 


‘¢ 
‘spn cr'268'209 
€b'S96‘BIS‘Z 
TOE Z0‘T16‘T$ 
€1'6E8'E6— 
80°FOZL‘88¢ 
96°861'9ST 


br Osh bhs‘6S L8°S1¢‘¢90‘79 
16°290°9¢h'19$ Z6 OPI‘ Lhe E9$ 
O8°T80'ZSZ‘S L9°Ere'8S9'S 
Ib°Z06°SSI‘S 6P L19'bbS‘S 
+0°2ZS0'00z‘S 00'9Sz‘9SE'S 


9°289'9 1066 
bS"0F0'r06'e88$ 


Bb br Z‘e90°ZZ 
Zo'9ES*TSTEL 
FO'CbL°666'TZ 


Z'7CL‘ LOL‘ LEO 
£6 106°C66 1889 
I9'ESS‘LST'LL 
bE'CEL'b9L‘ZZ 
80°PrS‘EbS'TZ 


59°089‘6¢e'R9 

99°ZS9'8E9'E L$ 
1ZL°SET‘9F9‘9 
2196'C6c E789 
A8L OST LSLS 











Vetr ress, alee 


fj 
HH 
H 
fx) 
N 
< 
oO 
<a) 
oO 
< 
> 
< 
= 
=: 
x 
a4 


+0°6S0'8S9'09 
60°008‘°Z18°2S 
S9°€80‘96E'SS 
ZZ°S00°20S ‘69 
02°090‘8£8'6S 
OZ'S9S‘*ZIT‘8r 
6¢°0S6°ZS9‘0F 
08°682‘6b9'8r 
ESOL LL9‘ bb 
€8'6rr‘89P'6S 
LZS°S0Z‘°9T 119 
91°Sb7‘0S6'S8 
BLSS9SHL‘SZ 
06°021‘966‘S6 
€£°96S‘786'F8 
£6°1S8‘6S9‘Z8 
SS'*8ZI‘E90'E8 
Z2°689‘000°E8 
PI'600°C9T‘T8 
96°Z£b'667'0Z 
be'69L°9bL‘b9$ 


*SONUDADY 
ZuneisdoO 
0} sasuadxy 
BuneindoO 
jo OeY 


£9°106'¢ 
v8'ser'y 


€£°OL1°9L7'876 


L8°S1°229°966$ 


‘(sso 10) 


amoout 


Burje1sdO 


£9°SE7 
Ol'sre 


9S'°PS8‘6LE6 
£0°60¢° 
79°886°7 
1806S‘ 


90°618 


76°CL9° 
+9°£726'706'8 
69°620'F6r'8 
80° 162‘ 


LV°669 
96°L2L 


6r'Z18" 
81°6r9" 


£€°L92 


098‘8 
O16 
1Z2‘8 
“ZE1‘6 
89S‘ 


6688 
‘Ip Z‘8 
“*8Sb'6 
£6S‘8 
€76'8 
“69S‘8 


09°€16°ZE0'02 
91'601°E29°99 
LZ°7L0°66b'b9 
€S°96S‘°EL7°8Z 
92°628°026'89 
Z9°8E7'989'9S 
€1'bZ8°09S"6r 
6P 69E'EFT'ZS 
19° £9c*e Ls" es 
0£ 6b T‘O12‘89 
ES'98b'SLS°OL 
S9°LS0'brS‘b6 
96'F0£‘690'F8 
Ez'8Er‘SOS FOL 


LEE9L ‘681 
76°SEL°97 
Sb'6Se‘6E 

19° OZ TT 
16°82S'€c— 
09° Lbs ‘bEzT— 
Of ULE éce— 
Se"86s‘0E7— 
cS 16s Z1e— 
vI'66S‘TSe 
FE C8P'8IZ 
$8°099‘09T 
09°Z98°9bT 
FTOr 


08°£62‘088'8 
29°€90‘'09¢‘8 
Ib°266‘1£0°6 
€7°€6S°L66°L 
ZS 1PL‘S98'8 
£9°609°6E8°Z 
£9°618‘0EL‘8$ 


*"SOxXey, 


£1°068°Z98'C6, 
09°S16‘610°96 
96°SZ1°S60°26 
$6°787'866 ‘06 
99°0S2°870‘06 
6S°7b0'6E1‘8Z 
10°68S‘ZZb‘¢Z$ 


*(@yaq 40) 
anudsady 


E1°9S9'0SZ 
podngh 68S 
CHL bs 
8O°SFEIZR 
OT Z29°TTS 
£6°9EL°S6r 
so Tro‘Oces 


*Groyaq 40) 
anusady ION 


09°9ZZ‘T90'9S 
er ISZ‘Z0z‘6s$ 





60°6Z0'ThL‘6Z 
90°696‘066'82Z 
SI°88r‘F87‘08 
IS*SZb°v19°6Z 
90°€08‘0r 162 
9£°67Z‘6E1‘08 
€0°6E1‘916'Z8 
€0°€25‘°Z18‘b8 
1S°196'099°ZZ 
8$°290‘°7ES‘08 
Sr POT ‘Ze6‘18 
€Z°-80°9FT ‘88 
ZT°€20°£69'08 
86°168'8398‘68 
TE*ZZ0°F61 ‘SZ 
8S°082‘°97S‘98 
S0°ZST‘680‘8Z 
09°69S‘F62'98 
+9°9S9°6£6'CZ 
L6°8Z8°Z1S‘Z8 
ZS°119°26S‘69 
pL Serr13‘08 
Z¢°v10‘Z80529 
€£°6Sbb76‘LL$ 


L¢°L90°9ZT'S 
68°902Z°120‘S 
88° 1ZZ'6SZ‘b 
$9°898'8S8'b 
9r'08S‘129'b 
87'8E8°69L'b 
SZ°PS6‘°209'b 
br iPl‘OoZ'r 
BSLESS*LLS‘b 
$8°618‘169'r 
Zr'061'8S9'F 
LO'PE7‘8b8'b 
79'888'8IZ‘b 
97°609‘€86'r 
LB°1LL°66b't 
6P'9ZL°9SL‘b 
69°092°S69'b 
$£°S79‘696'b 
66° P2L'SLS‘b 
LUESZSIL'S 
Th9ET*SZS‘b 
9S°688°Eb7'S 
0£°SZ8°009‘r 


br seo'sel’s$ 


0z°6bZ‘I 
eats... 


FS°COL99L 9b 
SS*rIS‘e99‘0Eb$ 


SE°L86'S67'FE 
61° 16Z‘COL‘rE 
86° 1eZ‘zs9'Se 
69°CSPS19‘SE 
S9°SoO'ISb'Se 
S6O'O8T‘*ZES ‘Ee 
8b'b89‘800°ZE 
8S'F8Z‘706‘SE 
os" Zze‘eIz‘ce 
rZ LOlzee’be 
LE°09b‘*80z‘SE 
Z8'89ESS18‘9E 
0S°996‘zEz‘Se 
9b 190°09S‘ZE 
CSIZTZIP‘SE 
PL LerssrrsZe 
OO'STT‘E9L‘Se 
ZL7HS‘TOL‘8E 
1Z°706‘98E'bE 
ZT°100‘060°9¢ 
S6°C8L°LSS‘Ee 
O1'60€*682°9E 
OL P76‘6ZS‘TE 
6£°986‘10z‘be$ 


PN [2301 = 


09° 1S‘ 2Z60°S 
68°9F1‘716'b 
06°€9€'6S38'h 
CE9b8‘8S9'p 
ST'€z9°e98"r 
8r'7S7‘7HS‘b 
ST'S8E°2E9'h 


Zb'Sb6: eee 
c‘b9r 6$°906°2Z0°S 


£6°£29°982'S 
18°288'8£6'r 


16°2cL' ieoe's 
9e°Srs‘g9e's 
80°6$2°860°S 
ZOE T8*zee’s 
EL OTT'Z6b‘S 
1Z°08‘6S9°S 


€7°0SZ°8r8‘69 
bz LE‘9b9‘99 
6L°71L6Sb' +9 
Z6'SZL‘79T‘SL 
L1'80b‘b66'89 
77'98L'076'°9S 
Eb P8S‘°888'6r 
b8°L96°ELE°LS 
€1°6S9‘068'ES 
9T'0SS‘8S8°Z9 
61°00 LZS¢0Z 
08°96E‘E8E‘r6 
9¢° LEb‘7c6' £38 
60°822‘ 101 ‘+0L 
10°h27‘Z19°C6 


60°8£ 160S 
6°2L0°S 
90°6S098¢'S 
02°662°6726‘F 
9E°EZS‘08b'S 
99°26L'EE Lb 
1Z°€Z6'681'S$ 


80°F 


sosusdxy 
[230.L 


9£°916°299‘S ce 
90°108°006‘S 96 
SESPLSISZ‘s Le 
9b'0S7‘766'S 9S° 
6S°67S ‘6727'S 99° 
98°F96°60S‘S$ 9¢° 


"€76‘67h'S6 
“££ P*O8S‘16 
“LE6°9L1‘06 
€Z0°Z1S°68 
soe‘er9ocZZ 
LeS*LSTEl$ 


“Groyaq 10) 


“SONUDADT 
[e10L 





£6°€9S'T 
or SS 


Se‘78e‘960'7LE 


6S'9CO'PSI'SE 
L6°SOL‘er9'ce 
09° ZF 1‘9E0'9E 
9Z°SOLSIF'EE 
£6°7H8 ‘076 EE 
16°998°SZ1'6z 
SS°TEO'FOL67 
ce'eLe'7e 92 
9b°966‘00S ‘bz 
OL LS8°TES‘ez 
SLOIPTES'sz 
Z9°Rb0‘801‘SZ 
S6'OrS‘Eee‘9z 
SOTLL°9TS‘LZ7 
Z6°96S‘0LS ‘67 
19°S€2‘406‘62 
€T'elz‘6re‘ee 
PL99T‘ero‘ee 
P6'9LP98P‘EES 
os0s9‘sor‘se 
Ib t1Z‘zso'ze 
91 Z89°ZTP‘9E 
ZI Z9¢°9SS‘TEe 
6c bSb IZe‘re$ 


80°Z8r‘c1S‘89e$ 


“SNOLLVYAdO 


cL°6L9'TL 
ceseo'T 


Ev E76'S7H'TE 


98°8S7'608'8227 : 
6e'C8I'SEL ors" c$ ZI 1Z0‘00¢ ‘8c$ 


96'PSL°OST‘8Ez 
Sr‘ES0' 269° 1E7Z 
ES*PZ86EE PET 
6£°TZL‘7$9'67 
8Z"L18‘002*Szz 
OL CCU LLI'81z 
06° 809'9¢E‘8Ez 
60° 18b'266'977Z 
ST'071'Z6r‘'70z 
86°9S7'SE0‘66I 
89°9b7‘808‘01Z 
89° Z10°Z50°S Iz 
OT IST‘OZ8‘072 
60'F0E *SEs8*9e7 
tr OLbr9S‘Zbz 
76611 '6SS ‘She 
OT'9FS‘TZ8‘09Z 
90°S09*r9r‘E9z 
£0°O7E 681 '9bZ 
LUZOL‘LE9°9SZ 
Z£°000°97Z'SE7Z 
ZP'7L6'SO0‘FSZ 
Te"rSeeOs‘Z1Z 


T6'SZZ‘S19‘0Ez$ 


ACGISLNAO 


19°C 
SULIT 


96°S9b‘06L'9Z 


red 618°90b2 
ZO9T‘ZIS‘*Z 
0 £68‘78E°7 
Ze" 16S°920°2 
10°Z82‘PSS‘Z 
2066S ‘eer. 
S8°SS‘7177 
79° LET ETTS 
22 S61‘ES6'T 
El 1oe‘Ore‘z 
92°8¢9°997°7 
be 1Ze‘Ory'z 
1Z°616‘9E1‘Z 
8S°818°S0S‘Z 
po‘eee‘soe‘z 
6c 0£9' TEE 
Sr Le‘ZLEe‘Z 
£7°8eS‘Oss‘*z 
Le°S6v‘981‘Z 
LS°66L‘Sbb‘Z 
62409‘ TE0°Z 
er'90ZL*6eeZ 
10°61 TZ6‘T 
br Z9eS6r'7$ 


02°608 
£e° ves 


cls £6‘ 1b9'Z61 


46° "6zP" ecs* Loc$ 


bZ°SSS*9E0'8I 
6S°088°S0z'8I 
0S*ZES‘06S‘9L 
Te"197‘8rZ‘9L 
ZO'61E‘Orr‘9T 
ZUCZLS‘E 1891 
ST'027Z'966'ST 
€9'Pee'P6S ‘OL 
bZ°L83‘Z18‘bl 
62°206‘6E7'ST 
L£Z°90S‘Eb9'S 1 
Ib°Z98°SSZ‘9T 
9S°O0T‘£0r‘9L 
L6°S9P‘9EE'ZT 
$8°800‘Z1E‘9L 
6USLESLZZ0°Z1 
6S'P9P'9SS‘OT 
06°bZ8°T19°ZT 
Il'bSp Trost 
€2°68¢'976‘'9T 
PSISEe77‘ST 
20°092‘62S‘°9T 
99°61S‘S86'bT 


9z' Ore ‘eST‘9T$ 


INUdIADY 
Surjeisdg 


OL IZ0'F62°6ST 
FO'8Er'PSO6ST 
16°60b‘ZIZ°EST 
86°78‘ bZ0‘09T 
76°7L0°€00'8ST 
C6EEE*TLS ‘SPL 
CS°L9 OF L‘6bL 
P8'8Lz'rerest 
S6°'ZSE°99 TOT 
00°T09‘TTO‘EST 
06°662'82r°99T 
$9°CZOIST*EST 
9S°789‘9E9F9OT 
1O'S1¢e‘O7Z‘9ST 
SO'I8e‘ZS8‘69T 
12°96¢‘6SZ‘OST 
1Z°892‘Z90‘S9T 
SO'E90°6FS ‘SHI 
98°868‘88r‘F9T 
S9°8b009T ‘OFT 


SS°8z7'8SPZSI$ 


*sosuodxy 
surjye19dgO 
Te0OL 


Pusey ESF 9b 


Niecaeanpeennadones 





“SNOILVUAdO TVA 


68°S+9'7 
LO'6LLS 


8L°IZb'£0S°679 


06268 s'9sos 


[6'99bF06‘SS 
Z1°900°6S6'9S 
67°6S6' FOE ‘7S 
OP Tee‘ Tse‘zs 
81°990'TZ8°8P 
Z6'901‘668°6P 
LZ°E90‘TIS‘8h 
OL'S8e‘F86'°8r 
b6'0€7'66L' Ib 
£9°09L'87C'bb 
Sb LI b'668‘ bb 
6b97L‘TSH'Sb 
68° 12ZZ‘F08 ‘6b 
bZL°Eb6'O89'ES 
88°SZ0‘0SE 6b 
LVPZLUeSs‘ts 
L6°L8F Ore *SS 
$9°797661'8S 
L266‘ LE2'09 
f6'ese'c7ro* Ad 
IS*S98‘ZoZL‘¢ 

bb'z9z‘80E* 39 
ST'ETT€TR'SS 


COLL rSz‘c9$ 


OF 'SHE'EL8°676'T 


0e°£8£°£90" p26" 


8E°716‘808‘T9T 
95°900°S10°FST 
89'F8r‘190°C9T 
OP Z8S‘9Er8ST 
LO°6ET°SEs‘ZST 
$9'brS‘OL06FT 
C9 6LT*ZI9'TZT 
pLezTs‘S6l‘6st 
S7'908'97S ‘bl 
er L8z‘97e‘Zel 
Z1°089'866‘Zt1 
+8 10T‘806‘*ZrT 
00°6S8°SzS*ZS 

oOs'sZo‘zTe*e9T 
89°2OS‘9ES‘*6ZLT 
LzOrS9FE*LZ 

67° 617°7SS‘98I 
C7'676‘COT SST 
87° 1Z8°E79‘Z9T 
P6'°SSZ°ELOELT 
SrSLZICI Zest 
Br'EbZ‘SLL‘°89T 
6b°7LS°ELO°THT 
66° LS¢'786‘6tT 


1S$8°£96‘F87'9 


£68°F89°E98°S 
o16£°ST6‘7E LO 
110°929‘9E8°S 
sbO'F19‘SOF'9 
UbES8ZT19'S 
s0€°618°9S0'9 
FEO'ETLS6L‘S 
2L0°C6S‘Lbz'9 

#Z1°69S‘bz0° 
982° 160‘ZrS" 
PP8'6Eb'£6 
al€'b1Z‘266‘ 


s0b'925°S 26° 
IE OF9'SOE" 
e87°S00°ZE6° 
9L6°€7 O°Z9T" 
slEErS‘OT 
Db3°C AAA 
1L0'P77‘S 18" 


*sasuadxy 
[e1auay 


TAMATAMNOO 
WTO UU SOS 


aomn 


ainiaieninitianiisay 


SL 16L‘8 
626/98 Ibe 


I$ 


92° 100° bz 
9P7°ELE'bCo 


LOL‘SE6‘°ET 
boo‘ZIe*bz 
SIZ‘ e16'kc 
Ibe ‘£67 ‘bZ 
660‘F68‘Ez 
Z09‘897‘b7 
Tee‘098'ec 
126°€972‘bZ 
08S‘988'E7 
CHO‘ LET bZ 
+00‘808'¢2 
STP9E Ibe 
6ES‘PSL°ET 
LIZ‘ LZ1'bz 
PSP ESZ°Ez 
SSPIZI ‘bc 
SerzsZ‘ec 
778‘ L907 
+r6‘06S ‘ET 
897 ‘6F8°ET 
P7e‘O7E ET 
$ £98°9T8‘ET 


Avy 
Idy 


TI6l 
O16T 
TI61 
O16T 
Il6T 
O16I 
IT6T 
O16l 
II6T 
6061 
Ol6l 


eeccccccce 


yoiryy 


Areniqay 


Arenuef 
setts raquiasaq 


pre Saree TIqUIsAO NT 


em ee 


1390399 
ee eeee Jaquiaydas 
eee er eeee ysnsny 


eee we ree eens Ane 


tee eeee “O61 ‘aury jo api ded aseisay 
“LTI6T ‘eury jo opty sod asv1loAy 

ME 9 5 JapuyQ) TI6I aseatsaqT 

oie 9 68 Oe 13AO II6I aseotOUyT 

**'OT6T ‘Og PUNf BuIpuyY 1e9q% 103 [eIO], 

“"'TT6L ‘O¢ PUNf BuIpuy Iea_ 107 [eo] 


OI6T I 
LI6I § 
OI6I 
II6L J 
O61 ! 
II61 § 
OI6T ! 
IT61 § 
O61 I 
LI6L § 
O61 t 
TI61 § 
6061 ? 
OI6I § 
6061 0 
OI6I § 
6061 ? 
Orel f 
6061 

OI6I § 
6061 ? 
OI6I § 
6061 ? 
OI6T § 


Sereeseeees gune 

+ seW 

* THdy 

yore 
teeeees Arenaqag 
teeeeres Arenuesl 
seeees Jaquia.aq 
seers aquIZAON 
trees J9q0199 
sree Taquiaydag 
teeeeeeee asn8ny 
tteeeeeeeees Ame 


‘ r (1Z 9} ZT s}uNOd9y”) (TI 01 ¢ S}UNODDV) 
*sosusdxy cata tat | pue sumeenan "INUIADY *QNUDAIY 
oer zo ABM jo “— oa O uorje}10d uorjeyiodsuely 
aio DoUvUDSUIL PY TROL -SUBIJUON 110 
‘. — a — 


“SNOILVUAdO TVA 
saqvowd WV3SLS 4JO SSASNS3dX3 GNV SSANNSASRY JO SLYOdSH ATHLNOW 4O 


*SIINJONIYS CT yunossv) 


*INUdAIY 
WBIIIT 


yunossy ) 
“aNUdADY 
iJaZussseg 


“quo jo 
pug 3 
paieisdg 
aseolt 


*sosuodx 
uolje}Jodsuely ‘OI6T ‘of ANOL ONIGNA UAVAA 


‘II6T ‘O€ ANOL ONIGNA UVAA 





Se ee 





Ocroper 27, 1911. 


‘SSLVLS GSLINN SHI NI AYVNWNNS SAILVYVdINOD 





1911. (SEE ALSO ISSUE SEPTEMBER 15.)* 
—~-Uperating expenses 


JULY, 


MONTII OF 


REVENUES AND EXPENSES OF RAILWAYS. 


oo 
on 
nN 





SRR Oh-OMmYOTHMMOH 
VTS KLAMRKDtTTVIAMMVtAaA 
Baa 292 6s Re OMI easy soak 
SOF 9s... TITAOMATOMOMTHW 
& se N ae | An Ante 
OU Owe l “09 
s+ ee | | 
COCO | 
~o 

© AmNOMSONTNOAQMOAT 

ES ODVODAARMATOANROMOR 
SE eANANWNIIMATAMSVOS 

FO CMO NOMIN STORM 

SELMA AUTAMAOMAOCRHMNW 

Rabe =a ANlaan wo 
o : 

MOADODASOSSOSOSSOSCSONwON 
BVSOBDSOMSSSSSSOANVS 
CARAMOSHSST MMAR : 
AM TNOONMARNAWAOMW 
—_ = - tN Mt 


1 
22 

4,071 

"399 


Outside 
operations, 
net 
$1 


96 
7 
8 


Pe) 

> 

ne 
395 


operating 
revenue 





3 
79,198 
135,009 
143,879 


a | 
10,455 
18,474 
35,544 

1,997 
7,973 
11,698 


2 
11,140 


$19,071 
24,974 
12 


Of 
equipment. 





$23,334 
18,522 
12,396 
69 
32,989 
3 
961 
9 


in 


Operating revenues————, -———Maintenance 
structures. 


Way and 


? 


misc. 


Total, 
3 
907,456 
1,036,29 


inc. 
$ 


$58,109 
32,583 
43,935 
66,764 
32,738 
245,204 


Passenger. 


44,785 
153,193 

5 

72,623 


59,754 


reight 
$98,706 
126,420 


291 
354! 
92 
661 
166 
166 
21 
72 
33 
15 
16 
14 
90 
190 


Mileage 


operated t—_-— 


at end 
of period. 


& Milwaukee. ee 


MONTC cs cv tiie vediverves 
& 


Missabe 






N 


H 








igham & Atlantic......... 
Haven 


SEPP EREEEEEL IEE 











Ce 


Name of road. 





Arbor 
Ry. 


anta & West i’ 
t 


izona Eastern 





antic City 
Detroit, Grand 
Duluth & Iron 


Ann 


RAILWAY AGE 


1,585 


2 


7 


1,984,053 
2,020,160 


9 
9@ 


149, 


1,570 


8,471 
83,231 
60,541 


20,370 


"83,141 
33,151 


1911. 


Road heretofore reported regularly, included in Illinois Central for both years since July 1, 1911. . / . — ; 
Mileage operated on July 31, 1910—* 315 miles; 21,036 miles; ?167 miles; * 293 miles; 5335 miles; ® 740 miles; * 376 miles; * 429 miles; — indicates Deficits, Losses and Decreases. 


’ 


66,293 
23,446 


128,503 
3,091.656 


? 


171,929 
124,992 
397,899 
3,397,724 
3,098,442 
2,264,619 


astern Illinois on July 20 


"30,495 
512,862 
221 


7648 
1,429 
3,916 

165 

4037 
1,014 

240 

21 
4,731 





PEMRIONCO s+ sede Sa sv 
ap a 


Louis, Iron Mourtain & Southern... 


Spokane & Inland Empire.............. 


Spokane, Portle 


eee ee i 
Pittsburg, Shawmut & Northern........ 


Port Reading 


Pacific 


& Terre 
Pacific 
Northern 
an 
Delaw 
Maryland 


Valley 


& 
*These reports were filed too late for publication in our issue of September 15. 


jRoad heretofore reported regularly, consolidated with Chicago & 


+ 
4 


Louis & $ 
Western Ry. of Alabama. d ; : ; : eu veeees 


Ulster 


Kansas City, Mexico & og ee eee 
Western 


Northwestern 
Philadelphia & 


Missouri 
Nevada 


Lehigh 


St. 
St. 








GAZETTE. Vor. 51, No. 17. 


Railway Officers. 


ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


A. A. Allen, president of the Missouri, Kansas & Texas System, 
has been elected also president of the Texas Central, succeeding 
R. H. Baker, resigned. 


W. H. Bruce has been elected secretary and treasurer of the 
Atlanta & West Point and the Western Railway of Alabama, with 
office at Atlanta, Ga., succeeding F. H. Hill. 


T. O. Edwards, auditor of Morgan’s Louisiana & Texas Rail- 
road & Steamship Company, has been appointed auditor of freight 
accounts of the Southern Pacific, with office at San Francisco. 


J. A. Munroe, whose election as vice-president in charge of 
trafic of the Union Pacific, has been announced in these col- 
umns, has been elected also vice-president in charge of traffic 
of the Oregon Short Line, with office at Omaha, Neb. 


The following officers of the Gulf, Colorado & Santa Fe, with 
headquarters at Galveston, Tex., have had their jurisdiction ex- 
tended over the Santa Fe Dock & Channel Company; D. W. 
McLeod, auditor; W. L. Alexander, general claim agent; O. L. 
Clarke, land and tax commissioner, and Terry, Cavin & Mills, 
solicitors. 


M. J. Caples, vice-president and general manager of the 
Carolina, Clinchfield & Ohio, has been elected fourth vice- 
president of the Chesapeake & Ohio, and the Hocking Valley 
Railroad, with supervision over the operating and _ construc- 
tion department, with offices at Richmond, Va., and at Columbus, 
Ohio, effective November 1. 


The following officers of the Southern Pacific, all of whom 
have headquarters at San Francisco, Cal., have had their juris- 
dicticn extended over the Southern Pacific lines in Oregon and 
the Southern Pacific lines east of Sparks: E. E. Calvin, vice- 
president and general manager; W. F. Herrin, vice-president and 
chief counsel, and E. O. McCormick, vice-president in charge of 
traffic. Since 1904 the lines in Oregon have been in charge of 
J. P. O’Brien and the lines east of Sparks have been in charge 
of W. H. Bancroft, both of whom will hereafter devote all of 
their time to the Oregon-Washington Railroad & Navigation 
Company. 


Howard G. Kelley, who was recently elected vice-president. 
in charge of construction, transportation and maintenance de- 
partments, of the Grand Trunk, with office at Montreal, Que., 
as has already been announced in these columns, was born on 
July 12, 1858, at Philadelphia, Pa., and graduated from the 
Polytechnic College of Pennsylvania. He began railway work 
in 1881 and was assistant engineer on location, and construc- 
tion and bridge construction on the Western and Pacific divi- 
sions of the Northern Pacific. From 1884 to 1887 he was 
engaged in mining, and was then appointed resident engineer 
and superintendent of bridges and buildings, of the St. Louis 
Southwestern system. From January, 1890, to March, 1898, he 
was chief engineer of the same road. In March, 1898, he was 
appointed chief engineer of the Minneapolis & St. Louis, and 
in July, 1900, he was appointed also chief engineer of the Lowa 
Central. He was consulting engineer also of the St. Lou's 
Southwestern from March, 1898, to May, 1899. In July, 
1997, Mr. Kelley was appointed chief engineer of the Grand 
Trunk, which position he held at the time of his recent elec- 
tion as vice-president of the same company. In March, 1905, 
he was elected president of the American Railway Engineering 
& Maintenance of Way Association. 

Operating Officers. 
R. R. Porterfield has been appointed trainmaster of the Chi- 


cago, Peoria & St. Louis, with office at Springfield, Ill, succeed: 
ing J. F. Cody, resigned. 


C. H. Crooks, traffic manager of the Fort Dodge, Des Moines 
& Southern at Bonne, Iowa, has been appointed general man- 
ager, with office at Boone. 


S. H. Ryan, chief despatcher of the Temiskaming & Northern 
Ontario, has been appointed trainmaster, and J. C. Campbell, 
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formerly second trick despatcher, has been appointed chief train 
despatcher. 


The following officers of the Gulf, Colorado & Santa Fe, with 
headquarters at Galveston, Tex., have had their jurisdiction 
extended over the Santa Fe Dock & Channel Company: J. H. 
Keefe, assistant general manager; W. E. Maxson, general super- 
intendent; J. Matthews, telegraph manager, and W. L. Sheldon, 
car accountant. 

Traffic Officers. 


A. J. Orth has been appointed contracting freight agent of the 
Erie, with office at Cincinnati, Ohio. 


Joseph Folkman has been appointed a traveling passenger 
agent of the New York, Chicago & St. Louis, with office at 
Cleveland, Ohio. 


Walter Shipley, commercial agent of the Southern Railway 
at Dallas, Tex., has been appointed district freight agent, with 
office at New Orleans, La. 


F. M. Miller, soliciting agent of the Kanawha Despatch at 
Salt Lake City, Utah, has been transferred to Los Angeles, Cal. 
E. C. Doolittle succeeds Mr. Miller. 


J. L. Sullivan, assistant general freight agent of the Fort 
Dedge, Des Moines & Southern at Chicago, has been appointed 
general freight and passenger agent. 


E, F. Flinn, commercial agent of the Grand Trunk at Pittsburgh, 
Pa., has been appointed division freight agent, with office at 
. Chicago. S. E. Dewey, traveling freight agent at New York, 
succeeds Mr. Flinn. 


The duties of the passenger traffic manager of the Chesapeake 
& Ohio will be assumed hereafter by J. D. Potts, general pas- 
senger agent at Richmond, Va., H. W. Fuller, passenger traffic 
manager, having died on October 12, as has already been an- 
nounced in these columns. 


G. S. Burnam, general agent of the Louisville & Nashville at 
St. Louis, Mo., has been appointed general agent, with office at 
New Orleans, La., succeeding O. P. Bartlett, resigned to accept 
service with another company. A. E. Mann, commercial agent 
at Cleveland, Ohio, succeeds Mr. Burnam. 


The following officers of the Gulf, Colorado & Santa Fe, with 
headquarters at Galveston, Tex., have had their jurisdiction ex- 
tended over the Santa Fe Dock & Channel Company: J. S. 
Hershey, general freight agent; W. S. Keenan, general passen- 
ger agent, and J. B. Moore, general baggage agent. 


P. C. Stohr, assistant director of traffic of the Southern Pacific 
company, the Union Pacific, the Oregon Short Line and the 
Oregon-Washington Railroad & Navigation Company, will con- 
tinue to have his office at Chicago, while the director of traffic 
has had his office moved to New York City, as has been an- 
nounced in these columns. 


H. Berterman, general agent in the passenger department of 
the Cleveland, Cincinnati, Chicago & St. Louis & Peoria, III, 
has been appointed general agent in the passenger department 
with office at Louisville, Ky., succeeding R. C. Kennedy, pro- 
moted. M. L. Griffin, traveling passenger agent at Huntington, 
W. Va., succeeds Mr. Berterman. 


W. O Warthen, district passenger agent of the Chesapeake 
& Ohio at Richmond, Va., has been appointed assistant gen- 
eral passenger agent, with office at Richmond, succeeding Will- 
iam S. Bronson, who has been transferred to the legal depart- 
ment, and R. R. Bilter, commercial agent at Kansas City, has 
been transferred to Chicago; effective November 1. 


N. C. Barnett, traveling freight agent of the St. Louis & San 
Francisco at New Orleans, La., has been appointed commercial 
agent, with office at New Orleans, succeeding S. B. Franklin, re- 
signed to go with another company. G.-N. Donaldson, soliciting 
freight agent at New Orleans, succeeds Mr. Barnett as travel- 
ing freight agent, and E. B. Wood, traveling freight agent of the 
Pere Marquette at St. Louis, Mo., succeeds Mr. Donaldson, with 
office at New Orleans, La. 

A. B. Scott, agent of the Anchor Line of the Pennsylvania 


Railroad at New York City, has been appointed district 
freight solicitor of the Pennsylvania Railroad, with office at 
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Philadelphia, Pa. Joseph Weed, freight solicitor at Philadelphia, 
succeeds Mr. Scott; J. Harry Cross, freight solicitor at New- 
ark, N. J., succeeds Mr. Weed; R. Alan Turner, freight solicitor 
at Philadelphia, succeeds Mr. Cross; H. P. Dunbar, Jr., freight 
sclicitor at Buffalo, N. Y., succeeds Mr. Turner, and W. McL. 
Pomeroy, freight rate clerk at Philadelphia, succeeds Mr. Dunbar. 


Engineering and Rolling Stock Officers. 


F. C. Pickard, master mechanic of the Cincinnati, Hamilton & 
Dayton, has been appointed master mechanic of the Pere Mar- 
quette, with office at Saginaw, Mich. 


F. Merritt, chief engineer of the Gulf, Colorado & Santa Fe, 
with office at Galveston, Tex., has had his jurisdiction extended 
over the Santa Fe Dock & Channel Company. 


John Burns has been appointed master mechanic, Eastern di- 
vision, of the Canadian Pacific, with office at Montreal, Que., 
succeeding J. B. Elliott, retired under the pension rules of the 
company. 


James W. Gibbs, whose appointment as master mechanic of the 
Virginia & Southwestern, with office at Bristol, Va.-Tenn., has 
been announced in these columns, was born in Rutherfordton 
county, N. C., on Au- 
gust 31, 1873, and began 


railway work on May 
12, 1902, as a machinist 
on the Southern Rail- 
way at Spencer. Pre- 
vious to this he had 
been in the service of 
the Mecklenburg Iron 


Works at Charlotte, as a 
machinist apprentice. In 
July, 1902, he was ap- 
pointed rcundhouse fore- 
man of the Southern 
Railway, remaining in 
that position until July, 
1906, when he became 
fireman on the Ashville 
division, and was pro- 
moted to engineman the 
following August. In 
March, 1908, he entered 
the riechanical depart- 
ment of the same road 
as assistant roundhouse 
foreman at Atlanta, Ga., and the following October was _ pro- 
moted to general foreman of the Southern Railway shops at 
Ashville, N. C., which position he held at the time of his re- 
cent appointment as master mechanic of the Virginia & South- 
western. 





J. W. Gibbs. 





OBITUARY. 





T. J. Conners, superintendent of the Cincinnati division of 
the Chesapeake & Ohio, at Covington, Ky., died in that city 
on October 21. 


F. C. Falvey, traveling agent of the Minneapolis, St. Paul & 
Sault Ste. Marie, with office at Minot, N. D., died at his home 
in that city on October 23. 


John Nelson Purviance, chief clerk to W. A. Patton, assistant 
to the president of the Pennsylvania Railroad, died on October 
23, at Philadelphia, Pa. Mr. Purviance was born at Pittsburgh, 
Pa., in July, 1873, and entered the service of the Pennsylvania 
Railrcad in the accounting department at Philadelphia in Jan- 
uary, 1&90, 


Henry Strong, president of the Atchison, Topeka & Santa Fe 
from May, 1873, to May, 1874, died in Denver, Colo., on Octo- 
ber 21, at the age of 82 years. Mr. Strong was born in Glas- 
gow, Scotland, and, except for the time he spent at his summer 
homes at Lake Geneva, Wis., and Santa Barbara, Cal., he has 
been a resident of Chicago since 1874. He began the practice of 
law at Keokuk, Iowa, and previous to his election as president 
of the Santa Fe, was counsel of the Chicago, Burlington & 
Quincy. He had large real estate holdings in Chicago. 
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John R. Walsh, formerly president of the Southern Indiana 
and the Chicago Southern, died at Chicago on October 23. Mr. 
Walsh was born in Ireland in 1837, and came to Chicago in 1847. 
He founded the Chicago National Bank in 1882, of which he was 
president until it was placed in liquidation in December, 1905. 
From 1897 to 1910 he was president of the railways mentioned 
above, which have since been reorganized as the Chicago, Terre 
Haute & Southeastern. Mr. Walsh was a man of great energy 
and ambition. His schemes for railways and other enterprises 
got the better of him. As bank president he lent the depositors’ 
money to himself as railway president. In his eagerness he neg- 
lected to keep within the law, and was indicted on many counts 
and tried. In 1908 he was found guilty and sentenced to five 
years and sent to prison. He was pardoned only nine days before 
his death. He attempted to build a road from Terre Haute, Ind., 
to Chicago in competition with the Pennsylvania and the Chicago 
& Eastern Illinois. Into this and the Southern Indiana, a coal 
road, operating 225 miles of track between Westport and Terre 
Haute, he sunk his private fortune and the assets of his bank. 


Robert Mather, general counsel of the Chicago & Alton, and 
chairman of the board of directors of the Westinghouse Elec- 
tric & Manufacturing Company, also a director of many banks 
and railways, and for 
many years prominent 
as counsel for large 
corporations and an ex- 

pert on railway affairs, 
died of peritonitis at his 
home, in New York 


City, on October 24. 
Mr. Mather was born at 
Salt Lake City, Utah, 


in 1859, and was educa- 
ted in the public schools 
and at Knox College, 
Galesburg, Ill., gradua- 
ting with the degree of 
A. B. in 1882, and later 
receiving degree of A. 
M. He began railway 
work in 1882, and pre- 
vious to 1885 he was in 
the treasurer’s office of 
the Chicago, Burlington 
& Quincy, and in 1886 
he was admitted to the 
Illinois bar. In 1889 he 
became local attorney at Chicago for the Chicago, Rock 
Island & Pacific, and was then successively assistant general at- 
torney, general attorney and’ general counsel for the road. 
He was also elected to various offices of that road, becoming 
second vice-president in 1889, first vice-president in April, 1904, 
chairman of the executive committee in October, 1904, and 
president of the Rock Island Company in the same year. In 
1903 he was also elected third vice-president of the St. Louis 
& San Francisco, and in 1904 became first vice-president of 
that road. He was also first vice-president of the Chicago & 
Eastern Illinois and the Evansville & Terre Haute, and chair- 
man of the board of directors of the St. Louis, Kansas City 
& Colorado. In January, 1909, at the time of the reorganization 
of the Westinghouse Electric & Manufacturing Company, Mr. 
Mather was elected chairman of the board of directors, and there- 
upon severed his railway connections. At the time of his death, 
Mr. Mather was director of the La Grange Mining Company, the 
S. S. McClure Company, the Equitable Life Assurance Society of 
the United States, the Mercantile Trust Company, the Havana 
Electric Railway Company, the Westinghouse Lamp Company, 
the Canadian Westinghouse Company, the R. D. Nuttall Com- 
pany, the Niagara, Lockport & Ontario Power Company, the 
Perkins Electric Switch Manufacturing Company, the Bryant 
Electric Company, the National Bank of the Republic of Chi- 
cago, the Chicago, Rock Island & El Paso Railway, and general 
counsel of the Chicago & Alton. Mr. Maher belonged to the Bar 
Associations of Illinois and Chicago, the Chicago Club, and jin 
New York City the Union League, Law, Metropolitan, Racquet 
and Tennis, Westchester Country, City Midday, Railroad, and 
Lawyers’ Clubs. 





Robert Mather 
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Equipment and Supplies, 


LOCOMOTIVE BUILDING. 








THE RICHMOND, FREDERICKSBURG & Potomac has ordered 2 
six-wheel switching locomotives from the Baldwin Locomotive 
Works, and 4 Pacific type locomotives from the American Loco- 
motive Company. 


THe New York CENTRAL has ordered 20 freight locomotives 
from the Baldwin Locomotive Works, in additicn to the 30 Pacific 
type locomotives, mentioned last week. 


THe SoutH MANcCHURIAN RaiL_way has ordered 5 ten-wheel 
locomotives from the American Locomotive Company. The 
dimensions of the cylinders will be 19 in. x 24 in.; the diameter 
of the driving wheels will be 69 in., and the total weight in 
working order will be 158,000 lbs. 


GuINLE & Company, New York, have ordered 1 four-wheel 
switching locomotive from the American Locomotive Company. 
The dimensions of the cylinders will be 6 in. x 12 in.; the diam- 
eter of the driving wheels will be 24 in., and the total weight in 
working order will be 14,000 Ibs. 


Tue NASHVILLE, CHATTANOOGA & St. Louis has ordered three 
Pacific type locomotives from the Baldwin Locomotive Works. 
The dimensions of the cylinders will be 23 in. x 28 in.; the 
diameter of the driving wheels will be 72 in:, and the total 
weight in working order will be 253,000 Ibs. 


Porter BroTHers, Kansas City, Mo., have ordered two six- 
wheel switching locomotives from the Baldwin Locomotive 
Works. The dimensions of the cylinders will be 17 in. x 24 in.; 
the diameter of the driving wheels will be 43 in., and the total 
weight in working order will be 110,000 Ibs. 





CAR BUILDING. 





Tue Bartimore & Onto is making inquiries for 1,500 gondola 
cars and 1,000 box cars. 


Tue PittspurcGH Coat Company, Pittsburgh, Pa., is in the 
market for 1,200 coal cars. 


THe Union Tank Line has ordered 500 tank cars from the 
Pressed Steel Car Company. 


Tue Woopwarp Iron Company, Birmingham, Ala., is making 
inquiries on from 50 to 100 coke cars. 


Tue ALGoMA CENTRAL & Hupson Bay is making inquiries for 
6 first-class coaches, 4 second-class coaches, 2 baggage cars and 
50 box cars. 


Tue Cuicaco, Rock Istanp & Paciric is making inquiries 
for 500 Rodger Ballast cars, 500 automobile cars, 250 flat cars 
and 25 caboose cars. 


Tue PENNSYLVANIA, mentioned in the Railway Age Gazette of 
October 18 as having ordered 52 suburban passenger cars from 
the Pressed Steel Car Company, has increased this order to 65. 


Tue New York CENTRAL, mentioned in the Railway Age 
Gazette of October 6 as making inquiries for from 1,000 to 2,000 
box cars, has ordered 2,000 box cars from the American Car & 
Foundry Company. 





IRON AND STEEL. 





GENERAL CONDITIONS IN STEEL.—Prices in the steel industry 
are believed to have reached rock bottom; they are now begin- 
ning to stiffen. The past week has witnessed a marked falling 
off in orders and the outlook is far from satisfactory. Mii!l 
operations are at about 75 per cent. of capacity, but an imme- 
diate reduction is certain. Steel men are trying to confine orders 
to early deliveries, because their policy in the great reduction 
of prices is to maintain a high rate of. production until the end 
of the year. Orders for 1912 rail requirements are coming due 
and are depended on for mill operations during the first months 
of next year. 








Ocroser 27, 1911. 


Supply Trade News. 


Frank B. Goebler, formerly in the purchasing department of 
the Atchison, Topeka & Santa Fe, has been made manager of 
the Railway & Supplymen’s Mutual Catalog Company, Chicago, 
with office in that city. 





E. A. Johnson, eastern sales manager of the Duff Manufac- 
turing Company, Pittsburgh, Pa., with office in New York, has 
been made general sales manager, with office in Pittsburgh, 
C. A. Methfessel succeeds Mr. Johnson. 


The Lehon Company, Chicago, is supplying the insulating 
paper used in the construction of the 2,500 refrigerator cars 
now being built for the St. Louis & San Francisco by the Ameri- 
can Car & Foundry Company, New York. This large order 
amounts to 20,000,000 sq. ft. of paper, and requires 40 cars to 
ship. 


The Association of Railway Electrical Engineers will hold its 
annual convention at the Hotel LaSalle, Chicago, November 
6-10 as noted in last week’s issue. Twenty-nine booths ranging 
in size from 70 sq. ft. to 182 sq. ft., have been provided in the 
ball room on the nineteenth floor of the hotel. Inquiries concern- 
ing exhibits at this convention should be sent to W. E. Ballantine, 
436 So. Dearborn street, Chicago. 





TRADE PUBLICATIONS. 





SparK Corts.—The Nungesser Electric Battery Company, 
Cleveland, Ohio, has published Practical Pointers About Spark 
Coil Adjustment, a booklet giving useful data on dry batteries 
and spark coils, 


Tuse Expanpers.—Gustav Wiedeke & Company, Dayton, Ohio, 
have issued bulletin No. 30 on tube expanders. This bulletin, 
which consists of 24 pages, describes the various types of ex- 
panders, and gives list prices of the different sizes. 


Denver & Rio GRANDE.—The passenger department of the Den- 
ver & Rio Grande has issued an illustrated pamphlet entitled 
The Land of Irrigation, giving panoramic views of the irrigated 
orchards and farms in the territory through which this road runs. 


ASPHALT FLoors.—The Standard Asphalt & Rubber Company, 
Chicago, has issued a booklet entitled Asphalt Floors, describing 
the floors furnished by this company for factories, railway sta- 
tions, warehouses, etc., and giving illustrations of installations. 
This company has also published Permanent Waterproofing, a 
booklet treating of its products for waterproofing bridges, reser- 
voirs and subways. Another booklet, Asphalt Products, lists 
other articles made by this company. 


Arr Compressors.—The Ingersoll-Rand Company, New York, 
has published form 3109, on class NF-1, steam-driven, single-stage, 
straight-line air compressors, and form 3210, on class NE-l, 
power-driven, single-stage, straight-line air compressors. The 
steam driven compressors consist of a twin flywheel, center 
crank, with the steam and air cylinders arranged in tandem. 
The power-driven compressors consist of an air cylinder, sup- 
ported by a main frame, with a piston operated by a center 
crank shaft, having a belt wheel on one side and a flywheel on 
the other. The booklets show several views of these machines 
in section and include tables of sizes and capacities. 


LocomotivEes.—The American Locomotive Company, New 


York, has issued bulletin No. 1011, entitled An Epoch Making ° 


Passenger Locomotive. Two of these locomotives were built 
‘or the Chesapeake & Ohio to replace the Pacific type engines 
vhich previously handled the passenger traffic over the Clifton 
‘orge division. They have the 4-8-2 wheel arrangement, and 
have been named the mountain type. They are the largest pas- 
senger engines of the rigid frame construction ever built, and in- 
‘ude interesting special features in their construction. The bul- 
tin includes reports of the operation of these engines, both in 
‘ial service and in passenger service on their regular runs, 
hich shows that hey will haul 645 tons over 1.82 per cent. 
grades at 26 miles per hour. The important dimensions of these 
engines are also compared with the dimensions of the Pacific 
t-pe locomotives which they replaced. 
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Railway Construction, 





New Incorporations, Surveys, Etc. 


ARANSAS Pass CHANNEL & Dock Co.—An officer writes that 
this company has not yet definitely secured the right of way for 
the proposed improvements to be made at Aransas Pass, Tex. 
Under the name of the Aransas Harbor Terminal, six miles of 
line are to be built from the mainland at Aransas City, east to 
Harbor Island. The company has already laid about three- 
quarters of a mile of track, and has grading finished on about 
five miles; 8,000 ft. of fill is partly finished; this work is to be 
completed across a shallow bay, and calls for handling about 
32,000 cu. yds. There will be 500 ft. of trestle and a plate girder 
drawbridge with a 40-ft. opening; also a 600-ft. dock and ware- 
house. T. H. Franklin, president, San Antonio, Tex. (See 
Aransas Terminal, Jan. 27, p. 183.) 


CANADIAN NorTHERN.—Application will be made to the Alberta 
legislature for permission to build 14 new lines in that province. 
One of the most important of these lines is to be built from 
Athabasca Landing to Peace river crossing. T. Turnbull, as- 
sistant chief engineer, Winnipeg, Man. 


CANADIAN Paciric.—A contract has been given to Burns & 
Johnson, it is said, to build from Fort Steele, B. C., to Skookum- 
chuck, 60 miles. J. G. Sullivan, chief engineer, Winnipeg, Man. 


CHESAPEAKE & Onto.—The report of this company for the 


syear ended June 30, 1911, shows that werk is nearing comple- 


tion on extensions as follows: Raleigh & Southwestern, 14.6 
miles; Coal River branch, 11.2 miles; Guyandotte Valley branch, 
12.4 miles, and on the Buffalo Creek branch, 11.5 miles. Second 
track work has been completed as follows: Walker, Va., to 
Elko, 15.8 miles; Korah to Westham, 3 miles; Gladstone to 
Riverville, 3 miles; Fort Spring, W. Va., to Rockland, 2.1 miles; 
Riverton, Ky., to South Portsmouth, 19 miles; Quicks’ Run to 
Robtown, 13.5 miles; Manchester to Crooked Creek, 3.3 miles; 
Carntown, Ky., to Brent, 19.9 miles; a total of 79.6 miles. Of 
the 67 miles of second track on the Cincinnati division, author- 
ized in 1910, 12 miles were not completed at the end of the 
fiscal year, and construction of 48 miles additional, to complete 
the double-track on this division, has been authorized. About 
30 miles of this work has been finished since the close of the 
fiscal year, and it is expected to have the entire 60 miles in 
operation by December, 1911. During the year the company 
put in 20,110 tons of new rail, equal to 140 track miles, which 
was used in renewal of existing main tracks. H. Pierce, chief 
engineer, Richmond, Va. 


Cuicaco, BurLtincton & Quincy,—The report of this company 
for the year ended June 30, 1911, shows that the Herrin & South 
ern, from Herrin, Ill, to Metropolis, was opened for operation 
in October, 1910. The line from Scribner, Mont., to Fromberg, 
where connection is made with the Northern Pacific, was opened 
for traffic in April, 1911, and on the extension from Kirby, Wyo., 
to Powder River, a section of 12 miles from Kirby to Ther- 
mopolis, is in operation; track has been laid on 14 miles south 
of Thermopolis, and grading is almost finished on 82 miles ad- 
ditional. Work on the Hudson-Greeley line, Colo., has not been 
pushed, and the money spent during the past year for this im- 
provement was principally for the right-of-way. A large amount 
of second track has been laid at various points, and new freight 
and passenger stations rebuilt or enlarged. Additional land has 
been bought for improved facilities at St. Louis, Mo., and at 
Denver, Colo. Improvements at the Havelock’s shops at Have- 
lock, Neb., have been completed, and a site has been bought in 
Chicago, on which a new building, to accommodate the general 
offices, is now being put up. T. E. Calvert, -chief engineer, 
Chicago. 


GREAT NorTHERN.—According to press reports, Coughren & 
Woldson, Spokane, Wash., have been given a contract for ex- 
cavating and grading work from Bluestem to Peach, about 45 
miles. This work has been sublet as follows: O. D. Wolf, 


Seattle, 10 miles; P. P. Johnson, Spokane, 7 miles; S. J. Dal- 
berg, Spokane, 8 miles; Burpee & Elliott, Portland, Ore., 2 
miles; O. E. Grant, Spokane, 5 miles; N. A. Degrestrom, Ever- 
ett, 2 miles; Ehricson & Olson, Spokane, 4 miles; Boynston, 
Church & McCoy, Spokane, 7 miles; A. H. Hogeland, chief engi- 
neer, St. Paul, Minn. 
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Kau_’s Lumper Company’s Lines.—An officer writes that a 
contract has been let to P. W. Turner, Birmingham, Ala., to build 
a line southeast from Tuscalocsa, about 25 miles. Minimum 
grades will be 1% per cent. and minimum curvature 8 deg. The 
line is being built to carry lumber. John L. Kaul, president, 
Birmingham, Ala. 


MarsHa__ & East Texas.—This company is planning to build 
important extensions, it is said, to include one from Elysian 
Fields, Tex., south to Newton, about 120 miles, where connection 
is to be made with the Orange & Northwestern. It is also 
planned to build an extension from Winsboro, north to Paris, 
about 50 miles. R. J. Lockwood, chief engineer, Marshall. 
(March 10, p. 479.) 


Missouri, Kansas & Texas.—This company has started the re- 
construction of its main line from the Texas state line at Red 
river northward to Kansas City and St. Louis. The road, origin- 
ally constructed on a 1 per cent. grade, uncompensated for curva- 
ture, is being double-tracked and reconstructed on a 0.4 per cent. 
grade compensated, from the south line of Oklahoma as far as 
Wagoner, and work is projected from there to Paola, near Kan- 
sas City, on a 0.3 per cent. grade. At present 53 miles of this 
work has been completed and put in operation. On the line 
from Stringtown to McAlester three heavy grades will have to 
be reduced. The line from Parsons, Kan., to Atoka, Okla., 223 
miles, will be double-tracked. It is contemplated to extend the 
double-track northward from its present terminus at Stringtown 
to Parsons, Kan. This will make a double-track line from 
Denison, Tex., to Parsons, Kan. 


Missouri, OKLAHOMA & GuLr.—An officer writes that a lo- 
cating party is making surveys between Wagoner, Okla., and 
Pittsburg, Kan., and Joplin, Mo. The line has been located 
from Wagoner north to Horsecreek, 60 miles, and the prelim- 
inary survey has been made from Horsecreek north to Pitts- 
burg and Joplin. A locating party is also working west be- 
tween Henryetta, Okla., and Oklahoma City. The line has 
been located to Shawnee and it is expected that this will be 
finished to Oklahoma City within 30 days. Two location par- 
ties are in the field between Denison, Tex., and Fort Worth, 
and Dallas. A preliminary survey has been made from Denison 
to Dallas, and in a few days will be started from Denison, via 
McKenney, to Fort Worth. The company’s plans for construc- 
tion in Texas are not yet complete and when surveys are fin- 
ished they will decide which lines are to be built. The three 
lines above aggregate between 250 and 300 miles. It is expected 
that construction work will be begun as soon as the survey and 
plans are completed. J. J. Harrison, chief engineer, Muskogee, 
Okla. 


Morcan’s Louistana & Texas.—This company will begin 
operating freight trains between La Fayette, La., and Baton 
Rouge, 57.38 miles, on November 5. E. B. Cushing, chief engi- 
neer, Houston, Tex. 


NevADA-CALIFORNIA-OrEGON.—An_ officer writes that the 
company expects to have all the work finished to complete the 
line from Reno, Nev., north via Alturas, Cal., to Lake View, 
Ore., 237 miles, and the line in operation by December 1. 
George S. Oliver, chief engineer, Reno, Nev. (October 20, p. 
816.) 


Norrotk & WeEsTERN.—The report of this company for the year 
ended June 30, 1911, shows that the Petersburg Belt Line, which 
extends from Poe, Va., to Addison, comprising 8.87 miles of 
main line, and 1.69 miles of connecting tracks and 4.06 miles of 
sidings, has been opened for operation. The Dry Fork branch 
and connections, has been extended to operation No. 4 of the 
New River and Pocahontas Consolidated Coal Companies, and 
now has a total length of 30.11 miles. Work is now under way 
on 1.04 miles from the present end of track, above Canebrake, 
W. Va., to the Beech Creek branch. Work is also under way on 
the Beech Creek branch from the Dry Fork branch to a connec- 
tion with the Indian Creek branch, at the Virginia state line, 
1.56 miles. The Indian Creek branch is now under construction 
from connections with the Beech Creek branch and at the West 
Virginia state line to Cedar Bluff, Va., 12.22 miles; and a “Y” 
connection is also to be built at Cedar Bluff, 0.37 miles. It is 
expected to have all this work finished by 1912, and these im- 
provements will provide connections between the main line at 
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Iaeger, W. Va., with the Clinch Valley district at Cedar Bluff, 
Va. Work is now under way on the North Fork branch of 
Tug Fork branch, from Jeanette, W. Va., 4.31 miles, and it is ex- 
pected to be finished about November, 1911. The Sycamore branch 
has been put in operation from a point 2.8 miles east of William- 
son, W. Va., up Sycamore Creek to the coal operation of the 
Sycamore Coal Company, 2.69 miles. The Winston-Salem south- 
bound, which was built jcintly by the Norfolk & Western and the 
Atlantic Coast Line, from Winston-Salem, N. C., to Wadesboro, 
89 miles, has been completed and is now opened for operation. 
Further progress is being made in securing the right-of-way 
for the Guyandote and Tug River Railroad, and connections. 
Double-track work is now under way from Vivian, W. Va., to 
Huger, 5.03 miles, including four tunnels, and it is expected to 
be finished during November, 1911. The grade of the east ap- 
proach of the Ohio river bridge at Kenova, W. Va., is being re- 
duced from 0.5 per cent. to 0.3 per cent., and the viaduct and 
bridge will be double-tracked, removing 0.7 miles of gauntlet. It 
is expected that this work will be finished late in 1912. When 
these improvements are completed the company will have, between 
Lambert’s Point, Va., and Columbus, Ohio, including as second 
track the lines around Petersburg, Va., and Lynchburg and the 
big Sandy line, 512.09 miles of double main track, and 191.67 
miles of single track, including two gauntlets, 0.38 anc 0.55 miles 
respectively. A single track is between Gilmerton and Phoebe, 
172.06 miles; between Radford and Coaldale, W. Va., in sections, 
16.46 miles, and between the Pocahontas coal field and Columbus, 
Ohio, 3.15 miles. 


Orecon Etectric.—A contract has been given to Guthrie & 
McDougall, it is said, for grading 20 miles between Albany, 
Ore., and Eugene. The work has been sublet to,Fuller & Bain. 
These contractors are now building the line from Salem to Al- 
bany. L. B. Wickersham, chief engineer, Portland, Ore. 


PIEDMONT & NorRTHERN (Electric).—An officer writes that con- 
tracts have been let to W. J. Oliver and to Stuart & Jones to 
build from Charlotte, N. C., west to Gastonia, 23 miles; also to 
build from Greenwood, S. C., north to Greenville, 60 miles, with 
a branch of this line from a point south of Belton west to Andet- 
son, 10 miles; in all 93 miles. The plans also call for building a 
connecting line from Greenville, S. C., northeast to Gastonia, 
N. C., and an extension from Charlotte northeast, via Greens- 
boro, to Durham. Work is now under way and track has been 
laid on six miles. J. B. Duke, president; W. S. Lee, vice-presi- 
dent; E. Thomason, assistant vice-president and general manager, 
Charlotte, N. C. 


RocKINGHAM RaiLroap.—This road is now in operation from 
Gibson, N. C., to Rockingham, 19 miles. J. L. Hawley, super- 
intendent, Rockingham. 


Santa Fer, Prescott & PHoENIx.—According to press reports, 
a contract has been given to build from Cedar Glade, Ariz., 
through the Verde valley, to Jerome, 38 miles. J. A. Jaeger, 
chief engineer, Prescott. (July 14, p. 105.) 


Terre Haute & Onto River.—Incorporated in Illinois with 
$100,000 capital, to build from Clark county, IIl., opposite Terre 
Haute, to Elizabethtown in Hardin county on the Ohio river. 
The incorporators are residents of Chicago. It is understood 
that the Frisco interests are back of the project. 





RAILWAY STRUCTURES. 





CAMERON, TEX.—The Gulf, Colorado & Santa Fe is preparing 
plans for a one-story brick passenger station. 


CLarKspurc, W. Va.—An officer of the Baltimore & Ohio 
writes, regarding the improvements to be carried out at Clarks- 
burg, that the company will shortly erect umbrella sheds at the 
passenger station, and next spring will build an extension to the 
freight houses. (October 20, p. 816.) 


CLarKson, WasuH.—It is understood that the Oregon-Wash- 
ington Railroad & Navigation Company will soon start work on 
a bridge over the Snake river, near Clarkston. 


Cuttman, ALa.—The Louisville & Nashville will build a rein- 
forced concrete and brick passenger station, to cost approx!- 
mately $50,000. The work will probably be done by compan} 
forces. 
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Farr Oaks, ArK.—The St. Louis Southwestern will build a 
passenger station 20 ft. x 70 ft., to replace the structure recently 
destroyed by fire. 


Kansas City, Kan.—The Union Pacific is preparing plans for 
a reinforced concrete viaduct over Mill street, Kansas City, to 
cost about $90,000. 


Kansas City, Mo.—The Kansas City Terminal Company has 
let contracts to the W. P. Carmichael Co., Kansas City, for 
huilding a retaining wall east of Brooklyn avenue, and to O’Hagan 
& Lake, Aurora, Ill., for the subway at Independence Road. 
ihe Freeborn Engineering Company, Kansas City, has secured the 
contract amounting to $35,000 for the concrete abutments for a 
viaduct on Eighteenth street, near Agnes avenue. It is ex- 
pected that the contracts for the Burlington ccnnection, by 
which trains arriving over the Hannibal bridge can enter the 
new station, involving about $350,000, and for the foundations 
and piers for the bridge over the Blue river on the North Side 
freight line, amounting to about $50,000, will be let within a 


week. The Burlington connection will extend from St. Louis. 


avenué to Twenty-fourth street, and will include the excavation 
of about 200,000 cu. yds. of earth, the construction of a retaining 
wall, foundations for the subway on West Twelfth street and a 
viaduct at Allen avenue. The Terminal Company will lay the 
tracks when the grading work has been completed. 


LupLtow, Ky.—The Queen & Crescent has let the contract to the 
American Bridge Company for an 80-ft. electric turntable, de- 
singed to turn locomotives of 180 tons weight. The electric 
tractcr will be furnished by G. P. Nichols’& Bros. 


Mount VerRNon, WAsH.—The Bellingham & Skagit Interurban 
Railway, in connection with building a line into Mount Vernon, 
will soon start work erecting a bridge over the Skagit river. 


NorFo_k, VA.—The report of the Norfolk & Western for the 
year ended June 30, 1911, shows that land for the terminal 
facilities at Nerfolk, Va., has been secured and contracts for put- 
ting up the station and office building have been let and work is 
now under way. The Norfolk Terminal Railway was organized 
to carry out these improvements. The Norfolk & Western, the 
Virginia Railway and the Norfolk Southern will jointly use the 
terminal facilities of the Norfolk Terminal for their passenger 
train business to and from Norfolk. It is expected that the 
terminal will be ready for use about the middle of 1912. The 
total cost of the work is estimated at $950,000. During the year 
passenger stations and freight houses were built or enlarged at 
Woodsdale, N. C., Thaxton, Va., Berryville, Basic, Troutville, 
Holland, Catawba, East Radford, Abingdon and at Plasterco, 
Delorme, W. Va., and at Chillicothe, Ohio. Small joint freight 
houses were built at Riverton, Va., and at Devon, W. Va. A 
three story brick office building, for the motive power depart- 
ment, was constructed and a brick power house, 72 ft. x 104 ft., 
was built at Roanoke, Va. At Bluefield, W. Va., a three story 
addition was built to the division office building, and the power 
house was extended and the boiler plant enlarged. At Norfolk, 
Va., a coal wharf was built. During the year, 330 lineal ft. of 
wooden bridges and 93 lineal ft. of iron bridges were replaced 
by masonry, culverts, and fill; 284 lineal ft. of wooden bridges 
and 2,897 lineal ft. of iron bridges were replaced by steel struc- 
tures, and 896 lineal ft. of wooden bridges at branch lines were 
replaced by iron bridges released from the main line. New over- 
head steel highway bridges were built at Dwight, Va., Basic, Elm- 
wood, Ohio, Dorney and Delano. Twelve double-track bridges, 
two in Virginia and 10 in Ohio, have been constructed over 
county roads, depressed to eliminate grade crossings. A number 
of water tanks, also water softening plants were constructed, and 
improvements were made to the water supply at various places 
during the year. 


PASADENA, CaL.—Plans are being made by the San Pedro, 
Los Angeles & Salt Lake, for building an addition to the fruit 
packing house at Pasadena, it is said, and for building new 
packing houses at Fourth street and at Pacific avenue, Riverside. 


Portota, CaLt.—The Western Pacific has started work on a 
hospital at Portola, Cal., it is said, for the use of its employees. 


RiversipE, CaL.—See Pasadena, Cal. 


Wicuita, Kan.—The Midland Valley has let the contract for 
building a brick engine house at Wichita. 
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ALABAMA GREAT SOUTHERN.—Robert Jamison has been elected a 
director, succeeding W. H. Woodward, deceased. 


BALTIMORE & Onto.—Paul M. Warburg, of Kuhn, Loeb & Co., 
New York, has been elected a director, succeeding J. R. Foard, 
deceased. 


3oston & Maine.—The Concord & Montreal has applied to the 
Massachusetts Railroad Commission for permission to issue 
$400,000 new stock. This stock is to be sold at auction and the 
proceeds used to reimburse the Boston & Maine for expendi- 
tures under the Boston & Maine’s 99-year lease. 


CANADIAN NorTHERN.—See Carillon & Greenville. 


CaRILLOoN & GREENVILLE.—A special meeting was held on October 
18 “to authorize and confirm a sale or transfer of the com- 
pany’s charter and all the rights to property, land grants and 
franchises to the Central Railway of Canada.” After the 
meeting no statement was given out as to what had taken place, 
and no explanation was offered of a rumor originating some 
time ago that control of this company was held by the Cana- 
dian Northern. The road runs from Carillon, northwest of 
Montreal, to Greenville, about 13 miles. The right of way in 
general lies along a part of the route that is proposed for the 
Central Railway between Montreal and Ottawa. 


CENTRAL RAILWAY OF CANADA.—See Carillon & Greenville. 


CHESAPEAKE & Outo.—T. H. Hubbard has been elected a director 
succeeding F. W. Scott. 


CxHIcAGO GREAT WESTERN.—Stockholders of the De Kalb & Great 
Western are to vote on December 1 on the question of the 
sale of the property and franchises to the Chicago Great West- 
ern. 


CINCINNATI, HAMILTON & Dayton.—This company has asked the 
Ohio State Railway Commission for authority to issue $400,000 
bonds, of which $200,000 are to be used to retire outstanding 
securities and the remainder to be used for extensions and 
betterments. 


De Karp & GREAT WESTERN.—See Chicago Great Western. 


DENVER, NORTHWESTERN & Paciric.—The Denver Railway Se- 
curities Company is offering to holders of the Colorado Utah 
Construction Company’s $4,000,000 guaranteed 2-year 6 per 
cent. notes to pay $125 in cash and $875 in purchase money col- 
lateral trust 6 per cent. notes of the Denver Railway Securities 
Company for each $1,000 construction company note. The 
construction company was building the Denver, Northwestern 
& Pacific, and its notes were secured by D. N. W. & P. bonds 
and were guaranteed by the late David H. Moffat. 


Denver Rattway Securities Co.—See Denver, Northwestern & 
Pacific. 


MarsHAL_ & East Texas.—J. W. Ogburn and J. E. Votaw have 
been elected directors, succeeding J. J. Carter and J. F. Strick- 
land. 


MEXICAN INTERNATIONAL.—Jaime Gurza and J. L. Moctezuma 
have been elected directors, succeeding G. De S. Escandon and 
Pablo Macedo, retired. 


Missourt, Kansas & TEXxAs.—It is understood that the sale of 
the Wichita Falls & Northwestern and the Wichita Falls & 
Southern to the Missouri, Kansas & Texas has been finally 
concluded. 


RuTLAnp.—The board of directors, representing the joint control 
of this company by the New York Central & Hudson River 
and the New York, New Haven & Hartford, have been elected 
as follows: W. C. Brown, Charles S. Mellen, Lewis Cass Led- 
yard, William Skinner, J. P. Morgan, William Rockefeller, 
James Stillman, W. H. Newman, George F. Baker, W. K. Van- 
derbilt, jr.. W. Seward Webb, Percival W. Clement and E. R. 
Morse. Mr. Morse was elected as successor to the late Gov- 
ernor Proctor of Vermont. 


WicuHiTtaA Farts & NorTHWESTERN.—See Missouri, Kansas & 
Texas. 


Wicuita FAtts & SouTHERN.—See Missouri, Kansas & Texas. 
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ANNUAL REPORTS 


FIFTY-SEVENTH ANNUAL REPORT OF THE CHICAGO, BURLINGTON & QUINCY RAILROAD COMPANY. 


Chicago, July 1, 1911. 


To the Stockholders of Burlington & Quincy Railroad 
Company: 
The following is the report of your Board of Directors for the year 


ended June 30th, 1911: 
CHICAGO, BURLINGTON & QUINCY RAILROAD COMPANY, 
YEARS ENDED JUNE 30. 


the Chicago, 


Per Per 

Cent. 1911. OPERATING REVENUES. 1910. Cent. 

65.74 $58,033,242.91 ...... Freight Revenue ...... $58,224,537.48 66.26 

RS RS By hs 2 Passenger Revenue ..... 22,380,305.83 25.47 

J BP a Mail Revenue ....... 2,330,215.66 2,65 

2.83 BADE ZOLAD vesecs Express Revenue ...... 2,216,049.24 2.52 
Miscellaneous Transportation 

2.13 Foy «2S Gare ee a 1,803,949.06 2.05 
Revenue from Operations other 

.94 832,357.32 ..... than Transportation ..... 812,440.69 -93 

12 EOD PUGS. casecs Joint Facilities ....... 102,019.28 12 








100.00 $88,272,208.27 ...Total Operating Revenue... $87,869.517.24 100.00 
OPERATING EXPENSES. 


Maintenance of Way and 











14.05 $12,406,278.81 ......... Lt $15,725,461.20 17.90 
16.72 14,761,137.51 ..Maintenance of Equipment.. 15,057,165.39 17.14 

1.79 LiSBLeeD ovese> Traffic Expenses ...... 1,654,451.73 1,88 
32.34 28,543,204.54 ....Transportation Expenses.... 28,340,051.74 32.25 

2.55 2.289 ,499.59 cccess General Expenses ...... 2,233,834.82 2.54 
67.45 $59,541,925.66 ...Total Operating Expenses... $63,010,964.88 71.71 
32.55 $28,730,282.61 ....Net Operating Revenue.... $24,858,552.36 28.29 


Net Deficit from Outside 











LOT RO AS: siicaccxns ee eee 164,282.15 

$28,623,193.48 ...... Total Net Revenue...... $24,694,270.21 

ROO AET <se0%0s Taxes Accrued ....... 2,970,736.78 

$25,574,069.31 ...... Operating Income ...... $21,723,533.43 
OTHER INCOME. 

SRR IOS esc ccscess PRRDIS caves ussces $745,786.35 


Rents 
Miscellaneous Interest 1,777 ,907.46 


$2,523,693.81 


1,498,219.45 ... 


$2,174,698.87 .. 


$27,748,768.18 ... 








.... Total Other Income...... 


.Gross Corporate Income.... $24,247,227.24 


DEDUCTIONS FROM GROSS 
CORPORATE INCOME. 


S1O10 DIG6S6 << sccnee ves RS ica kbeeaws $1,764,512.90 

3,702.07 .....Miscellaneous Interest..... 1,077.95 
Interest Accrued on Funded 

TES eS aa BNE eee cee eres 8,506,015.82 

SBZ,B10.50 .0s00s0 Sinking Funds ....... 666,874.39 

1,986.80 ..Discount on Funded Debt.. pean aici 

$10,905,005.45 ....... Total Deductions....... $10,938,481.06 


$16,843,762.73 .....Net Corporate Income..... $13,308,746.18 


SE B67AZBOD 525s sins Dividends $8,867,128.00 
4,826,755.01 Appropriations for Betterments  3,329,006.47 


$13,693,883.01 $12,196,134.47 











$3,149,879.72 ..... Surplus for the Year..... $1,112,611.71 


Charges to capital account aggregating $11,031,462.31 were made during 
the fiscal year for additions to the property. 

The Herrin and Southern Line from Herrin to Metropolis, Ill:, was 
opened for business on October 15th, 1910, the amount expended on it 
this year being $732,338.04. Arrangements have been made by which 
freight via this line is transferred across the Ohio River to Paducah, Ky., 
forming a connection with southern roads. This, in time, should lead to 
increased revenue. 

The line from Scribner to Fromberg, Mont., where it connects with 
the Northern Pacific Road, was opened for traffic on April 24th, 1911. 
Amourt expended on it during the year was $953,050.73. 

On the extension from Kirby to Powder River, Wyo., $2,255,527.96 has 
been expended this year, and twelve miles from Kirby to Thermopolis, 
Wyo., are in operation. Track is laid for fourteen miles south of Ther- 
mopolis, and grading almost finished on eighty-two miles more. 

Work on the Hudson-Greeley line, Colorado, has not been pushed, and 
the $53,104.76 expended on it during th past year was principally for 
right of way. 

Additional land was purchased for needed facilities at St. Louis and 
Denver, and the improvements at Havelock Shops were completed. 

New second track costing $1,312,650.16 has been laid at various points, 
and new freight and passenger stations rebuilt or enlarged where business 
required it. 

Owing to changed conditions, the accommodations of the General Offices 
at Chicago have for some time been inadequate for the use required, and a 
site has been purchased on which a new building, designed to meet future 
expansion, is being erected. 

The following statistical tables, together with the report of the General 
Auditor, reflect the business of the Company during the year: 


TRAFFIC AND OPERATING STATISTICS. 


ITEM. 


PASSENGER TRAFFIC. 
Number of Passengers Carried Earning Revenue..............sseeeeeeees 
ee ee ee | ee ee 
Number of Passengers Carried One Mile, per Mile of Road............... 
ne enn a CRINOP NER a ae caw nd whaaebas saab vs Se eke es uy kes 
ee re 
Average Amount Received from each Passenger...............c0ceeeeeees 
Average Receipts per Pantenger per Male... ....0..0c06cccsscccaseccessecs 
REE SRS TOPEWROE EMRE MRPORTINE S55 5s So css 0.05008 Sew ess sce eweeess 
Passenger Service Train Revenue per Mile of Road................0.000- 
Passenger Service Train Revenue per Train Mile...............cccccece% 


FREIGHT TRAFFIC. 
Number of Tons Carried of Freight Earning Revenue.................6.. 
eenne ee es OE OE ENE cos oan bbc bikes nek buns nbea.0sbeweecn 
Number of Tons Carried One Mile per Mile of Road..................055 
Average Distance Haul of One Ton, Mikes... .6 oc. cc scccccccecsccccaces 
en er OP Soe ebks cg cas shee ubs cs ba eW ods baass sseuxeseen 
Average Amount Received for each Ton of Freight...................06. 
ens ene NES ENN EE EE ork be os 5h oa06 su ow kb uns eneeieies obi 
ey NI Or OE WORM os ck ecw kd he Kee a Keb Sb ace wus et ceales 
Pe I SRNL MMR CMON. vin Giclee kbeich'ae's Seka o's $6 ea ko eek os 550% 
OPERATING. 
Operating Revenme «oo ssisv0cceccsess PEL Gee edehss'se oeukbssanceurkcnseees 
CREE TEP COES Er BETS WE POI. oo 6 5655s cnn s ome w cksecnueeestseus 
Pn Teens Mr RNR GEM. occ. sasunes ous ee edad duce seine sas 
eee I ee Oe ne or eae 
eee ee ee ee ee ee 
ee de Cr | a a re 
i NS 55 oo oo 5k Eek bs nb bx buss se oes scesxeebosesec 
Net Operating Revenue per Mile of Road... ....0.....00ccccccescaccqgeces 
Average Number of Passengers per Car Mile...............ccccecccccces 
Average Number of Passengers per Train Mile................ccccceeees 
Average Number of Passenger Cars per Train Mile.................e000. 
Average Number of Tons of Freight per Loaded Car Mile................ 
Average Number of Tons of Freight per Train Mile...............eceeeee 
*Average Number of Freight Cars per Train Mile.............ccccccccecs 
Average Number of Loaded Cars per Train Mile...............c000 dees 
Average Number of Empty Cars per Train Mile...............cccceee seem 
Average Mileage Operated During Year................ccccccucece phe ses 





*Including cabooses. 





1911. 1910. Increase or Decrease. 
S————— — = an =) 

Dollars Cents Dollars Cents Dollars Cents 
and Whole and and Whole and and Whole and 
Numbers. Decimals. Numbers. Decimals. Numbers. Decimals. 

22014 30S ccwes 21512258 6i6ss Inc. $02,050 ..6.0. 
LATS 435095 3:00 1,189,871.613 ..... Dec. 16,436,520 ..... 
120,350. oso SERIO -ccc0x Dec. DA, Ss 
53 30 55 31 Dec. 2 01 
$22,552,567 22 $22,380,305 83 Inc. 172,261 39 
$1 02445 $1 04035 Dec. 01590 
iwaceen, OEDZ2 cseceees OLBB1 Inc. eeeeeee 00041 
$28,112,771 17 $27,566,795 71 Inc. $545,975 46 
$3,098 92 $3,055 15 Inc. 43 77 
$1 54401 $1 51109 Inc. 03292 
2B.328:338 .s.% 27,867,618  ..68% Inc. 460;720: .0a2s 
7,116,005,120 «2... 7435, 044.216 ..055 Dec. 319,130,096 ..... 
784,409 ..... BZ4016 ..65% Dec. SD) | 
251 20 266 80 Dec. 15 60 
$58,033,242 91 $58,224,537 48 Dec. 191,294 57 
$2 04859 $2 08933 Dec. 04074 
oavisce “ODBIG saavees MUreS Inc. cccesec ea CONS 
$6,397 10 $6,452 86 Dec. 55 76 
$3 31378 $2 98566 Inc. 32812 
$88,272,208 27 $87,869,517 24 Inc. $402,691 03 
$9,730 40 $9,738 33 Dec. $7 93 
$2 53455 $2 38445 Inc. scuswes 85010 
$59,541,925 66 $63,010,964 88 Dec. $3,469,039 22 
$6,563 41 $6,983 33 Dec. $419 92 
$1 70962 $1 70988 Dec. seeeeee 00026 
$28,730,282 61 $24,858,552 36 Inc. $3,871,730 25 
$3,166 99 $2,755 00 Inc. $411 99 
Pe inc. Giese ~"%  ##$weemeesten Seen 
eee > Career Dec. af <cegs 
6 15 6 02 Inc. casa ae 
i721 16 99 Inc. swiewevsn MRE 
406 33 381 26 Inc. 25 07 
34 71 32 66 Inc. 2 05 
23 +61 22 44 Inc. i a 
10 15 9 28 Inc. err ey wef 
9,071 80 9,023 06 Inc. 48 74 
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EQUIPMENT. MILEAGE. 
Average MILEAGE OF ROAD OPERATED. 
Number Number Number Number Pincay Operated Total Line 
ITEMS. eae dded Retired _ on Locomotives STATE Line Owned. Under Lease. Operated. 
June 30, During During June 30, dA ay 
1910 eae (ead: TONE, Seem) TINS ooo c cee dds cccrecmwes dese 1,672.60 59.10 1,731.70 
Capacity All 1,438.45 
Ee. SOD: enon ee ta ii ssareavensscses 1,364.98 73.47 , 
J a et ii GREINER eco ace de Sue aoe cr eedeeas 1,121.64 11.63 1 ga 
ASSENGEL 6. eeeeeeeees 2 40 GSE ads -eiccte xis NUMORONIMIIN So's Sata iksa dois wrens 222.49 53 23.02 
ao = i) - Eileeeedeeies TE AES RO 23.61 14.84 38.45 
teenth Tikes crisscateevcreccacs, 200M 22.37 2,872.71 
Total Locomotives .... 1,673 45 45 1,673 26,608 Ibs. MMMM Bia os oars ainda aio ese Sis aves aes 259.32 .82 260.14 
CARS—Owned. COPA eo 5.2 54 Sw pols nedesiae eakewan 394.36 34.97 429.33 
Passenger Service: OTR a IRONED ous ai g'aicc a ecareedisiscsiese’e 281.27 281.27 
First-class Cars ...... ; 625 39 OOM ae sasienes GINA oo o.5-0 0.a'e vs « ssid aielearnaien.cisi< 482.75 teas 482.75 
Combination Cars ...... 228 5 Bae . O Swtieacius MO ates = Was ieee esa cconseanen 134.38 49.37 183.75 
DMING COls 66 66 sce ess 32 7 2 Menem —_—— ——— ———— 
Baggage, Express and 8,807.74 267.10 9,074.84 
Postal Care. ois keesc ee 227 32 mee “aeciwen 
POT’ COPE okcKie a aice ve 11 3 Be wieatanee Single Second Third Yard Track 
Other Cars in Passenger STATE. Track. Track. Track. and Sidings. Total. 
Service .seeeeeseeeee 36 9 45 eeeeees * Illinois ...... 1,672.60 273.78 23.55 842.36 2,812.29 
MNGMEE, crea crenadwaew we bere FOG iscesisiees 1,364.98 244.49 315.75 1,925.22 
Freight Service: _ " ee eens Missouri ..... 1,121.64 100.75 413.06 1,635.45 
coy lala aaa <<. ae EE sss vsnes Wisconsin 222.49 21.34 70.97 314.80 
Stock Cars" bye ae 6,984 ee 619 6,365 Minnesota 23.61 2.25 29.07 54.93 
Coal Cars eautatbuscus 13,761 om 188 13,573 Nebraska .... 2,850.34 17.99 654.71 teas 
ank Cars .......se00. eee ose Kansas ...... 259.32 23.32 282. 
gars — Freight 1,742 372 SOR cantaecuar Pitan. 394.36 133.02 527.38 
BOIWIOS kick a acain'oes-s 100 7 ee © pe ecaces South Dakota. 281.27 66.12 press 
i. Se eis 482.75 154.81 . 
Conman's Service: 77" — oe oe ee TE a. 86 32.70 167.08 
Officers’ and Pay Cars.. 31 ee of RL)” palate ate 
Gravel Care 6... 2.0560 483 496 - Gre Sess 8,807.74 660.60 23.55 2,735.89 12,227.78 
ip soe a Saint agains “a f “4 = 3 a Following is the report of the General Auditor, with statements prepared 
Other Road Cars....... 3,854 136 SOME bacesecoss by him. 
; Peeing oe as : ' : 
UE iievestcsimicd 5,069 636 5 SEE vasccwcus ee eee DARIUS MILLER, 
Total Cars Owned.... 56,109 2,674 re President. 
FUNDED DEBT OF THE CHICAGO, BURLINGTON & QUINCY RAILROAD COMPANY. 
Total Par Value Total Par Value 
TERM. Held by Company. not Held by Company. INTEREST. 
Oo a Fo —- ~ 
Designation of Bond Date Date Total Total Pledged In In the Amount Accrued 
or Obligation. of of Ma- Par Value Par Value In as Sinking Hands of When During the 
; Issue. turity. Authorized. Outstanding. Treasury. Collateral. Funds. the Public. Rate. Payable. Year. 
MORTGAGE BONDS. 
C.B. & Q. R. R.: 
General Mortgage ........ 1908 1958 $59,723,000 $59,723,000 $8,204,000 $51,519,000 4 M. &S. $2,266,253.34 
Illinois Division .......... 1899 1949 50,835,000 50,835,000 384,000 50,451,000 34% JjJ.&J. 1,779,225.00 
Illinois Division .......... 1899 1949 34,165,000 34,165,000 189,000 33,976,000 4 J. &J. 1,366,600.00 
Iowa Division Mortgage 
Sinking Fund Bords..... 1879 1919 3,000,000 2,275,000 2,275,000 5 A. & O. 113,775.03 
Iowa Division Mortgage 
Sinking Fund Bonds..... 1879 1919 12,502,000 5,869,000 20,000 5,849,000 4 A. & O. 237,050.00 
Nebraska Extension Mort- 
gage Sinking Fund Bonds 1887 1927 29,441,000 22,839,000 300,000 $31,000 22,508,000 4 M.&N 923,393.34 
B. & M. R. R. R. in Nebraska: 
Consolidated Mortgage Sink- 
ing Fund Bonds......... 1878 1918 13,751,000 13,613,000 113,000 $9,527,000 3,973,000 6 jJ.&J. 816,780.00 
Republican Valley R. R.: 
Mortgage Sinking Fund 
Wet? Boca saalerdinsulboediess 1879 1919 2,643,000 932,800 684,800 248,000 6 J.&J 55,968.00 
Hannibal & St. Joseph R. R.: 
Mortgage Bonds .......... 1881 1911 8,000,000 6 M.&S 197,002.69 
Tarkio Valley R. R.: 
Mortgage Bonds .......... 1880 1920 430,000 33,000 33,000 7 'J.&D. 2,630.83 
Nodaway Valley R. R.: 
Mortgage Bonds ......... 1880 1920 388,000 37,000 37,000 7 J &D. 3,103.33 
COLLATERAL TRUST 
BONDS. 
CB. & OR. R.: 
Snking Fund Bonds (Den- 
ver Extension) ......... 1881 1922 7,968,000 7,310,200 56,200 4,607,900 2,646,100 4 F.& A, 292,408.00 
PLAIN BONDS. 
Oh. & QR. R: 
Sinking Fund Bonds....... 1881 1921 4,300,000 3,667,000 52,000 2,570,000 1,045,000 4 M.&S 146,679.98 
PlaipMRONGey cide enc nwsssve 1883 1913 9,000,000 8,510,000 8,510,000 5 M.&N 425,500.00 
TORE Geknnssvlesnwaseexs sees $236,146,000 $209,809,000 $9,318,200 $31,000 $17,389,700 $183,070,100 .. ........ $8,626,369.54 
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CAPITALIZATION. 





CAPITAL STOCK. 





Dividends Declared During the Year. 
AS 












Total Par Value Authorized and ‘ = — — ——~, 
Number «i Shares. Outstanding. Rate. Amount. 
1,108,391 $110,839,100.00 8% $8,867,128.00 







FUNDED DEBT. 
TOTAL PAR VALUE. 





a 


























 -iaieaiidaomeacs aaa a a ~ 
In Treasury, in Sinking Funds In Hands Interest Accrued 

Description of Bord. Authorized. Outstanding. or Pledged as Collateral. of Public. During Year. 
MN eat Shoe Visine aie $214,878,000 $190,321,800 $19,452,800 $170,869,000 $7,761,781.56 
Oe nee ee eae 7,968,000 7,310,200 4,664,100 2,646,100 292,408.00 
Se Or DPEIERRUEE 6 i.o:sn'k now o 0's 13,300,000 12,177,000 2,622,000 9,555,000 572,179.98 
ee ee ere $236,146,000 $209,809,000 $26,738,900 $183,070,100 $8,626,369.54 








EXPENDITURES FOR NEW LINES AND EXTENSIONS AND EQUIPMENT, AND FOR ADDITIONS AND BETTERMENTS, 
DURING THE YEAR. 









Additions and Betterments. 
aes tan 





















































































































a SeaN 
ACCOUNT. New Lines and Charged to Road Charged to Total 
Extensions, and Equipment. Income. Expenditure. 
I.—ROAD. 
ONIN eg CU Dit a a Sr ok Dr Sele ee ei ate ee it gd $154,390.29 $40,686.36 $35,742.07 $230,818.72 
one On VOW Weil PecaeN Mar, oc op as ocw.0 acu ¥ os eebsnSecabineees 66,729.17 1,863,826.74 és sas annie 1,930,555.91 
RNP SEC eter het bina ca Chic oe inc ieee oulen Pieee keds kaaweoee eSebeambee Cr. 9,962.86 Stage ea Cr. 9,962.86 
CT Cott eGuice hansen Sok KS Phew Ras Ceeh bie She ole Ue eeew le Kee woe 2,042,893.53 334,058.52 341,200.07 2,718,242.12 
I TSC Cush Gek hace bull Meh AG's 6 cK ok RLS Khe RRSR ES OS NS EAE ARE O SRR OS 111,311.69 pakuue opis Peet heeys 111,311.69 
ny PAPO SUIT AL UN cr ge i Il ete 377,204.05 227,107.48 617,899.71 1,222,211.24 
SL. cect CeeeG Cub Ges het eer aah 6k eo oo Xe oes bene w elke s cad ek beee 285,254.98 279,587.55 3,164.31 568,006.84 
SE Leash ress iS sSEhe ps Reus cHsD ASE pee LEKAE S NERO SERL SR EN ELS 419,520.53 542,774.40 381,812.89 1,344,107.82 
EARNERS NSM Ss as Soa se onic ees CON DEK eees oe eS SO aoe oe 15,762.90 91,426.28 11,368.36 98,557.54 
Track sebteniegs hoe Alber Aistersal . «cic sds se a cuveescenscases cde 144,804.78 107,412.04 222,228.80 474,445.62 
DORMER CT EAGT eC cee rep het eres ha cers sche oh bua ns Ee banaheriabeus 173,110.78 78,719.94 85,381.35 337,212.07 
ee rt OER Fees och ok ou cae Ee se oEk Ld aeEow Se bee eo bak 115,351.87 300,632.25 78,227.22 494,211.34 
I Ne ne ee ieee = 309.26 1,148.90 30.15 1,488.31 
an MIE ON OMEN aS OS is Ss PEGE SS ESE ME bk & eae ee 6 ESE Sawn 16,677.80 10,045.15 89.56 - 26,812.51 
I i a re 5,062.40 10,976.10 197,215.64 213,254.14 
interlocking and other Signal Apparatus... ..........0ceccccescceccecves 13,004.74 53,372.50 47,897.74 114,274.98 
ne COeneTS NRE UR ca cba os bik ean seks eas eoake cue 40,034.76 Ce 10.17 33,906.97 73,931.56 
NN SI RPT SUIT. UT ONO os 32,600.52 124,746.54 89,235.24 246,582.30 
ne, Seneen ECIOE CUO! Bien ERINOR. occ ussn nia oaseeccwcieesencseee 921.07 316,971.01 191,902.16 509,794.24 
es ne i BEM he CS hick chk nh So0e Sex ema ba eee uiic oe yep ete ioe mie 182,450.64 45,549.39 228,000.03 
RS INS SOURIS Bg aR Fe ae ae ce ae ice pe Oe 22,972.88 5,906.99 83,527.90 142,407.77 
PE Cee hile lb ekt ocd ne naw Gk sok CERNE S LESS SLR ELD Cas eee babes 1,358.60 Cr. 289.83 16,381.94 17,450,71 
IR FT Me gt Ne hing ee a a 113.98 o 208s eceee os c0eensee 113.98 
DI NIITs RENN 6 Sa el a a ce teen 568.41 568.41 
II TIE II OT, I a ceeeee 2,552.88 teeter scene 2,552.88 
ES SSA ee rag oe are ange Seige ae ae ee 7,135.53 Cr. 2,907.95 12,318.95 15,546.53 
aeeornison OF Bien Bnd Materia) co io.6 ok sossivaeav000< 00x00 sccadeecren 22,793.13 cece eeees te eeeeeee 22,793.13 
I re ae ae ON ee ne ek 20,934.60 20,934.60 
ie er NT eo Ch 5LG Ss ccc cab sb e hes SSS kb WE s aS uCeS ab seine os 10,833.77 oe cec cscs 10,833.77 
IIE II RR sD oe Rh eh ee at ame ek te 1,496.54 6,227.73 7,724.27 
SM CRTSE RSL eS auch Ses EEEELE ERASE REESE eRe ob Sodus bs Sea oaee rence $4,102,584.15 $4,540,799.87 $2,501,398.15 $11,144,782.17 
Il.—EQUIPMENT. 
cee ee eae a ae OTD teal 52 Ag Ste: OAD a RE ne et ae ee ee ee a TT ree $1,680,140.79 $1,680,140.79 
I ENS CONTERIS OES Re eo nere SU gna nya roe ety apa ON eces $790,868.89 86,378.54 877,247.43 
eR Cie rk bare ee okt ie SE REA ate ec dnt ne boa e ews eer errr te 1,247,982.61 502,007.27 1,749,989.88 
ne. cc oh in nder as aGneteee son cos ccaies wach SoweN ween $1,020.62 317,443.08 26,308.82 344,772.52 
PES cana sen Gh GG Ne Ge aT a Seek eS eKSSERUS Sed Eko Sebo web asesee $1,020.62 $2,356,294.58 $2,294,835.42 $4,652,150.62 
Ill.— GENERAL EXPENDITURES. 
aR OO RS a a $1.25 $1.25 
ES SE TE RP ae Sei ri ae ee eee Te 36.62 i-seswans's incon ene es 36.62 
iO ee ee 30,619.33 $105.89 $30,521.44 61,246.66 
SMMIM CS cueE cos ck nas ieee eS aes MGs PhSS eve RES Sab adn eb asiok eek own $30,657.20 $105.89 $30,521.44 $61,284.53 
II ID aes OE dha RNS ORS or Or Ne ee ah isl we Ae Wee $4,134,261.97 $6,897 ,200.34 $4,826,755.01 $15,858,217.32 
MILEAGE STATiSTICS. Car Mileage in Special Service: 
iicsatepinet Freight Loaded ...+.....++++. 132.703 157,000 Dec. 24.297 
TEM. : 910. xr Decrease. ADOOSE ..ccceccccsccescseves 3902 1443 ec. 2,541 
oar — a 6| Oe Passenger ........s..0000 ae 38,797 49,119 Dec. 10,322 
LOCOMOTIVE MILEAGE— Sleeping, Parlor and Observation So 653 Dec. 653 
Revenue Service. Other Passenger Train Cars... 2,571 Dec 2,571 
Freight Locomotive Miles....... 18,339,226 20,664,263 Dec. 2,325,037 LS 
Passenger Locomotive Miles..... 17,703,619 17,882,270 Dec. 178,651 Total 2. +++ eeeeeee reese eee 182,402 222,786 Dec 40,384 
Mixed Locomotive a a eee 909,707 912,212 Dec. 2,505 teak Cec “Sie Rew ios aia - 
Special Locomotive Miles........ 11,436 14,372 Dec. 2,936 3 pe ak fii de oe 
Suledhing Lecemstive Miles... 9,260,623 9,858,473 Dec. 597,850 enue Service ......-+.+. 720,082,177 746,952,752 Dec. 26,870,575 
NM try ae et oe 46,224,611 49,331,590 Dec. 3,106,979 ar Mileage—Non-revenue Service 10,885,312 17,209,298 Dec. 6,323,986 
Locomotive Mileage—Non-revenue 
oS ER eee eee ra ae 1,854,949 2,379,048 Dec. 524,099 
CAR MILEAGE— 
—— Revenue Service. TRAIN MILEAGE—Revenue 
Freight Car Mileage: : 
DE eee cn tsk ecsassewneme 413,501,696 437,559,610 Dec. 24,057,914 Service. . 
eae heck gcncvas ban ok 177,727,113 180,914,529 Dec. 3,187,416 Freight Train ...............05. 16,608,998 18,595,294 Dec. 1,986,296 
ON Se Sip Ore Sree ere 16,649,388 18,518,939 Dec. 1,869,551 Be ae a a 17,303,893 17,336,810 Dec. 32,917 
Bisset enc aioe ead intents "MMMM 0 ot on a vera eueeier'c 903.712 906,073 Dec. 2,361 
DUN inch eas aanb aa eeecanen 607,878,197 636,993,078 Dec. 29,114,881 MN RMON SC Sicicencosesse en 10,902 12,907 Dec. 2,005 
Passenger Car Milezge = a — 
POE ere ies kd oar 46,429,369 46,949,693 Dec. 520,324 Total Train Mileage—Rev- 
Sleeping, Parlor and Observation 25,902,599 25,683,230 Inc. 219,369 enue Service ......60<- 34,827,505 36,851,084 Dec. 2,023,579 
Other Passenger Train Cars... 39,689,610 37,103,965 Inc. 2,585,645 a 
i ——  ——————__ Train Mileage—Non-revenue Serv- 
TS gl eg gree pe Pan ary 112,021,578 109,736,888 Inc. 2,284,690 WO wines casrcsduce canes oss alex 1,289,761 1,788,271 Dec. 498,510 
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ASSETS. 
Property livestment—Road ard Equipment: 
OO Sere er tee Oi remo ree $330,972,434.23 
Equipment 58,025,703.79 
General Expenditures 1,515,827.90 
Reserve for Accrued Depreciation—Credit............. 


ey 


Securities: 
Securities of Proprietary, Affiliated ard Contrclled Com- 
panies, Pledged— 
RPI oink nasa Bard Wis oie HiDiw aA RUA Coa SNe a HieeiR ere eelew ae 
Securities Issued or Assumed, Pledged— 
DN DORIS iG a0 4, So nied n't alsisrv OA SreWieeeiReS aw esesaies 
Securities of Proprietary, Affiliated and Controlled Com- 
panies, Unpledged— 


NEE SA oracaeia bse G WAS Sa Sas PN eee ees $7 534,861.63 
RANG AOD soci Wis: erace die eerers a airawers ees 704,050.00 
TENN hac ik o6 SHAS ww oO TAT ARRS DATEL aR Sembee 


Other Investments: 
Advances to Proprietary, Affiliated 
Companies for Construction, Equipment ard 
terments 


ard Controlled 
Bet- 


Miscellaneous Investments— 
PRyGICR PLORETY 6scieissc ions sav ecwes we $1,472,338.25 
Securities Unpledged 1,295,285.83 


CoCo Ce eee eee Herre ner erereresereseseeeeee 


Working Assets: 
BI S55 po ca15 a seis tara e Wares oer Navara wad nates yaaa Raber GSO la 
Securities Issued or Assumed, Held in Treasury— 
PMR, MORNIN aio clu Sto pe aon ere ik A mae Oe Sea eRe eel elans 
Marketable Securities— 
Stocks 


Traffic and Car Service Balances due from other Com- 

WAMNUN II ss a6 6 fase h 6 55 aoa Bain eea aS isa nese vw la 6 eee 
Net Balance Due from Agents and Conductors......... 
Miscellaneous Accounts Receivable................00085 
Materials and Supplies 
Other Working Assets 


Cd 


Deferred Debit Items— 
Advances— 
Temporary Advances to Proprietary, Affiliated and 
Controlled Companies ..............4-. $491,965.77 
Working Funds 196,850.16 
Other Advances 27,125.81 


er 


Unextinguished Discount on Funded Debt............. 
Other Deferred Debit Items..............cccccceccecs 


INCOME ACCOUNT. 
OPERATING INCOME. 
KAIL OPERATIONS— 
Operating Revenues: 


Revenue from Transportation: 





BRE ae o's sooner winless $58,033,242.91 
Passenger ..........e+ee++ 22,552,567.22 
Excess Baggage ........... 321,851.89 
MBE ine vtec ak Sd $e dess 2,375,713.68 
| a ee 2,493,252.45 
CS eee ene 359,115.48 
Other Passenger Train..... 10,270.45 
te) et dal ee na 1,090,068.46 
Special Service Train...... 26,429.71 





Miscellaneous Transportation 
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GENERAL BALANCE SHEET. 
June 30, 1911. 


$390,513,965.92 
14,006,026.45 





$376,507,939.47 


19,344,014.38 


31,000.00 


8,238,911.63 


$27,613,926.01 





402,109.77 


2,767,624.08 


$3,169,733.85 


10,652,950.22 


9,318,200.00 


828,472.12 
2,623,087.11 


748,879.37 
1,954,992.84 
4,133,140.38 
7,812,557.87 

37,343.55 


$38,109,623.46 





715,941.74 
145,599.63 
17,246,688.61 
496,538.89 
318,013.20 
1,180,186.74 
$20,102,968.81 


$465,504,191.60 





72,092.62 $87,334,604.87 


LIABILITIES. 
Capital Stock: 
Common Stock 
Mortgage, Bonded and Secured Debt: 
Funded Debt— 
Mortgage Bonds— 








865 


$110,839,100.00 











te OP MON soa o 5c. ow sie cain dese eee $9,241,000.00 
Wot Held) by Company vis <.6c:0:5.6 ciercroce se 181,080,800.00  190,321,800.00 
Collateral Trust Bonds— 
Wield tig Compan ooo od sen ecicsiwec ends 56,200.00 
Not held by Company 2. ...iscccswocwss 7,254,000.00 7,310,200.00 
Plain Bonds— 
PEG Ue (COMDGIN ocak oo estas de eeieceeiess 52,000.00 
INGt Held by Comoagny ssc. oi6icccicces cise cots 12,125,000.00 12,177,000.00 
ROB so cfa rd a duWala nated. Soaeo Wea me cee encnealmece $209,809,000.00 
Working Liabilities— 
Traffic and Car-service Balarces due to other Companies. 1,285,230.76 
Audited Vouchers and Wages Unpaid................- 6,599,261.05 
Miscellaneous Accounts Payable...........ccecccccsece 468,798.22 
Matured Interest and Dividends Unpaid.............. 2,150,140.00 
Matured Mortgage, Bonded and Secured Debt Unpaid.. 59,000.00 
Oiber Workitig LAsDWes ccs eccakeK i cectmdssesanens 62,317.06 
cso wed eu neem iat $10,624,747.09 
Accrued Liabilities not Due— 
Unmatured Interest and Sinking Fund Payments...... 1,483,594.13 
A eM ORG oF de o-o hare ta ard en NlS oo wate ala ewe cinch es 68,400.00 
MERINO ose Sc ate a dash ara stadia ipa Gees ee esae wRebEs $1,551,994.13 


Deferred Credit Items— 


1,510,448.16 
496,538.89 
202,079.07 


CeRRttae RENO iss 6a 6 icc vite snee ceeds cadre eecadasle 
Liability on Account of Provident Furnds............... 
Other Defetred Creme Wem ee 66.0.6 cccoccaweds cee wes 

erect Reng Viniew anew eu anal’ sone ah wae a ees 


Appropriated Surplus— 


Additions to Property since June 30, 1907, 
Bd 6a a alder aied aie & wise a WRINIee Giacoin aa hare) oa aways 
Reserves from Income or Surplus— 


Tavested tm Sinkitig Funds. < o.oi556 62 00isccdedaceeeees 


through 


Profit and Loss— 


Income Account 
Profit and Loss 


Grard Total 


Revenue from Operatiors other 
than Transportation: 


Station and Train Privileges $7,976.56 


Parcel Room Receipts...... 7,768.78 
Storage Freight ...6.06. css 45,410.15 
Storage Baggage ....+..... 18,657.99 
CCAir ERIE he ose ccleiee si arctavars 277,609.88 
Telegraph and _ Telephone 

NG Misi thes tern ae wae ae 203,950.75 
Rent of Buildings and other 

PROMOREG cic -rele tine setae 110,166.59 
Miscellaneous. ....-.cccece 160,816.62 832,357.32 
Jlotat Pacihities Dei ccicic casieccesce stews 19,412.59 
(VGH OP MERC ENCES 555i 5.5) cnn: e-eraidcesiaixiesatere 124,658.67 


Total Operating Revenues............. $88,27 2,208.27 


$2,209,066.12 


13,579,256.95 


29,752,509.37 





$43,331,766.32 


44,935,252.97 
42,203,264.97 





$87,138,517.94 


$465,504,191.60 








866 


Operating Expenses: 





Maintenance of Way and 
RUINNNS ocd soe Keurn $12,406,278.81 
Maintenance of Equipment. 14,761,137.51 
Traffic Expenses ........... 1,581,805.25 
Transportation Expenses.... 28,543,204.54 
General Expenses ......... 2,249,499.55 59,541,925.66 
ee aa ONE on boc ek y no yeskecbeneneeeess $28,730,282.61 
OUTSIDE OPERATIONS: 
REE Ccctiavbat ves d nanhaessabee bas $721,539.60 
PME Docent Lacee seb eh aaee Woe 828,628.73 
Net Deficit from Outside Operations................06. 107,089.13 
i ee CN css cn Sd knee buns ed ebee bacon ses $28,623,193.48 
Nes RIE ieee ot Soin Gia isie haa See w kee 3,049,124.17 
I Es coeeceeeU se se sete dsnsvntssseene $25,574,069.31 
OTHER INCOME. 
Rents Accrued from Lease of Roads......... $2,910.24 
Other Rents—Credits: 
SOE SOR ok nd soe ne uses $567,420.65 
Miscellaneous Rents ....... 106,148.53 673,569.18 
Dividends Received on Stocks Owned or Con- 
UIDs 5 646d dSRSUKCSERESS SAR SOS SSSNE SS 766,164.50 
Interest Received on Funded Debt Owned or 
CS rr ree ener er ore 564,625.86 
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Vor. 51, No. 17. 


Interest on other Securities, Loans and Ac- 











DEES hon ce ek he eres bade sawksaanaees ‘ 167,429.09  2,174,698.87 
ithe MsErnerate TRGUR: ccs cexs oSeees oa50se0ne a pace se $27,748,768.18 
DEDUCTIONS FROM GROSS CORPORATE INCOME. 
Other Rents—Debits: 
Hire of Equipment—Balance $663,942.50 
ec a 902,894.52 
Miscellaneous Rents ........ 43,799.52 $1,610,636.54 
Interest Accrued on Funded Debt........... 8,626,369.54 
SONS ENTREE a is ok yn ak ooo nne ca eesea sos os ’ 3,702.07 
Sinking Funds Chargeable to Income......... 662,310.50 
Extinguishment of Discount on Securities.... 1,986.80 10,905,005.45 
Pah SCOT brates MORIN. .ciis Kats exa she baWesounvancbewe $16,843,762.73 
DISPOSITION OF NET CORPORATE INCOME. 
Dividends Declared on Stock: 
2 per cent., payable October 
a SDIO . ceassoeee eeeuees $2,216,782.00 
2 per cent., payable January 
Ee (2) | RRR ea aes pee ae 2,216,782.00 
2 per cent., payable April 1, 
IDIN: Sto aceswkesouw ens 2,216,782.00 
2 per cent., payable June 26, 
RPne GEG kaGuoaehe seke were 2,216,782.00 $8,867,128.00 
Appropriations for Betterments: 
Expended during the year.............6.. 4,826,755.01 13,693,883.01 
eRets SRT elie HOEY Coc kk soa shes ss beens bexna dees + $3,149,879.72 


THE CHESAPEAKE AND OHIO RAILWAY COMPANY THIRTY-THIRD ANNUAL REPORT. 


RicuMmonp, Va., September 28, 1911. 


To THE STOCKHOLDERS: 

The Thirty-third Annual Report of the Board of Directors, for the fiscal 
year ended June 30, 1911, is herewith submitted. 

The average mileage operated during the year was 1,944.6 miles, an 

.increase over the previous year of 7.7 miles; including the mileage of The 
Chesapeake and Ohio Railway Company of Indiana (the Chicago Line 
referred to more fully in your last annual report), the average mileage 
operated during the year was 2,229.2 miles, an increase over the previous 
year of 292.3 miles. The mileage at the end of the year was 1,957.2 miles, 
an increase as compared with June 30, 1910, of 18.4 miles; including the 
Chicago Line, 2,241.6 miles, an increase of 302.8 miles. See schedule on 
page 12. 
, The operations of the Chicago Line are included in this report. Its 
operations were restricted by reason of the lack of facilities, which are 
being gradually improved. In addition to the considerable traffic tributary 
locally to the line, there is sufficient additional traffic to insure its profit- 
able operation to be delivered to it by the parent company as soon as 
adequate facilities are provided. To give stockholders an opportunity to 
compare the results achieved in operation during the year, there will be 
found in the appendix to this report separate tables of traffic statistics 
for the Chesapeake & Ohio Railway, the Chicago Line, and both lines 
combined. 


RESULTS FOR THE YEAR. 


Operating Revenues Were. .....20ccccccccscscccevscccscces $32,583,411.24 
(Increase $1,346,241.94, or 4.31%.) 
Operating Expenses Were. . 22.20 cccccccccccccscepesccsccce 21,793,615.02 


(Increase $2,856,916.00, or 15.09%.) 





Wet Operating Revenue Was. oo ovccoscnccsnccccccesccseees $10,789,796.22 
(Decrease $1,510,674.06, or 12.28%.) 
I AMIRI ig oe Rg A Se A a airs Sig tbh Wk be aie bye 1,065,853.13 


(Increase $192,109.01, or 21.99%.) 


Operating Income, Taxes deducted, was.............--20005 $9,723,943.09 
(Decrease $1,702,783.07, or 14.90%.) 
SRO. DONE WRG as a oks 045 sions bose se p's seb ue sie 1,560,814.73 


(Increase $399,449.51, or 34.39%.) 





$11,284,757.82 





Rentals and Other Payments were. .....0.ccsscccccscccece 1,166,925.34 
(Increase $439,471.36, or 60.41%.) 

Income for the year available for interest was............. $10,117,832.48 
(Decrease $1,742,804.92, or 14.69%.) 

Interest (68.09% of amount available) amounted to........ 6,889,547.65 


(Increase $1,319,396.55, or 23.69%.) 


Net Income for the year, equivalent to 5.14% on capital stock 
I RN 88 oo id's doo skis knees ces 800000 $3,228,284.83 

(Decrease $3,062,201.47, or 48.68%.) 
Dividends paid during the year: Four dividends of 
each, aggregating 
(Increase $471,007.50, or 17.65%.) 


14% 


3,139,625.00 


88,659.83 


SEE EEE OEE CCC COE EEE EE OCT TT REE TE 


FINANCIAL. 


The outstanding capital stock was reduced during the year through the 
conversion of $3,400 par value of First Preferred Stock and» $500 pai 
value of Second Preferred Stock into Common Stock and General Mortgage 
4% per cent. Bonds. The changes in secured debt shown on the balance 
sheet on June 30, 1911, as compared with June 30, 1910, are as follows: 





Increase. Decrease. 
5 per cent. Consolidated Mortgage Bonds.... $2,000,000.00 
4% per cent. General Mortgage Bonds....... 2,600,000.00 pales 
6 per cent. Peninsula Division Mortgage Bonds $2,000,000.00 
5 per cent. First Mortgage Greenbrier & New 

MARE SD ie che os ae cake New hen os 339,000.00 
4 per cent. First Mortgage Greenbrier Railway 

BOE. 6iscbGonWou se sasuw snes ohesunes aes 20,000.00 
4 per cent. First Mortgage Big Sandy Railway 

MORON foc cnskkcobse sets SEs she ehaaeukee es 53,000.00 
4 per cent. First Mortgage Coal River Rail- 

BEG HO aces cesssaGecan ences esacisaas eden 29,000.00 
4% per cent. Secured Gold Notes........... 16,000,000.00 se peatewes 
Equipment Trust Obligations................ 2,054,000.00 
Equipment Trust Obligations (The Chesapeake 

OR SPH GS HCO; OE EAD ios oss hoc exo eice 176,370.59 ‘ 

SAA nec eh cc ksuse couse ste e cece eee eee $20,776,370.59 $4,495,000.00 
IS cas casas case e eeu eenkese $16,281,370.59 


The 5 per cent. First Consolidated Mortgage Bonds were issued and 
sold to retire the 6 per cent. Peninsula Division Bonds; the 4% per cent. 
General Mortgage Bonds were issued for the building of additional double 
track and to retire the Greenbrier and New River Railroad Company First 
Mortgage 5 per cent. Bonds and in exchange for preferred stock. 

The secured notes above mentioned were sold to bankers on May 15, 
1911, and draw interest semi-annually from June 1, 1911, to June 1, 1914, 
the date of maturity, but are redeemable on any interest day upon sixty 
days prior notice of publication. The funds realized from this sale were used 
to reimburse your Company’s treasury for capital expenditures theretofore 
made, to meet obligations incurred for similar purposes, and will be applied 
in like manner throughout the calendar year. At your special meeéting 
held at Richmond April 29, 1911, your Company was authorized to issue 
not to exceed $125,000,000 First Lien and Improvement Mortgage Bonds, 
maturing December 1, 1930, bearing interest not exceeding 5 per cent. 
per annum. None of these bonds have been issued. 

Your Company has acquired during the year additional shares of stock 
of The Hocking Valley Railway Company and of White Sulphur Springs, 
Incorporated. It has also acquired all of the stock of the Kanawha Bridge 
and Terminal Company, which owns a bridge across the Kanawha River 
at Charleston, West Virginia, and certain terminal properties, the bridge 
being a connecting link between the lines of your Company and those of 
The Kanawha and Michigan Railway Company. $60,000 par amount of 
First Mortgage 4 per cent. Bonds of Coal River Railway Company and 
$100,000 par amount of First Mortgage 4 per cent. Bonds of Raleigh «1d 
Southwestern Railway Company, which were in your Company’s treasu'y, 
were exchanged for $400,000 par amount of this stock. 

An analysis of property accounts will be found on page 16, by reference 
to which it will be seen that additions and betterments were made to ‘i1¢ 
amount of $6,218,565.36, of which $6,133,690.37 was added to cost of road 
and $84,874.99 was added to equipment account during the year. A _sched- 
ule of securities owned June 30, 1911, will be found on — 17 and 18. 

During the past two years your Company’s expansion of capital and ‘ts 
pee expenditures for acquisitions and improvements have been 4S 
ollows: 
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CapiTaL OsiicatTions IssuEp oR ASSUMED: Par VALUE. 
General Mortgage 4%% Bonds.............. $3,342,000.00 
First Consolidated Mortgage 5% Bonds....... 2,000,000.00 
Convertible 444% Debentures................ 31,390,000.00 
Three Year 4%% Collateral Trust Notes..... 16,000,000.00 
Coal River Railway Co. First Mortgage 4% 
SGM 5 0.9 0 Saks Seo Sa ds Riaioote bib dis hoa 2,450,000.00 
Raleigh and Southwestern Railway Co. First 
Mortgage 4% Bonds ..ccsccccccvcccescece 750,000.00 
Paint Creek Branch First Mortgage 4% Bonds 14,000.00 
ane $55,946,000.00 
MOREE i0.05's a0-00s40085 iaeeeanasier $52,604,610.00 
ess: 
CapitaL OsicatTions Patp: 
Peninsula Division Bonds maturing January 1, 
NEPA cso arin! atsoin's 6's 9 A 910104 0:8\8\0.4.4 W/ei9\0)0:0:6°6'6% $2,000,000.00 
Greenbrier and New River Bonds redeemed 
on ge ae Oe oF ee ureaere eaters 339,000.00 
Equipment. Trust Payments. .....6.s0000006 4,086,000.00 
Through Sinking Funds: 
Greenbrier Railway Co. First Mortgage 4% 
Bonds ..... eins Mip 6.9.0 Soisss/e4, $e Wie pie es Vie <i6:0 39,000.00 
Coal River Railway Co. First Mortgage 4% 
Bonds ..... aipisan)86:4)01b Gis Ni6 ob g/d Bein a16 Keine 29,000.00 
Big Sandy Railway Co. First Mortgage 4% 
BOGE. Wa aanWcds 604k 05248044 Ke Ke aeSISas 195,000.00 
: $6,598,000.00 
NMR, ara c's Gis.s Note pers 496.8 OK Se eee wis 6,580,388.75 
$46,024,221.25 
ACQUISITIONS: 
Stocks of: 
The C. & O. Railway Co. of Indiana......... $4,998,800.00 
The Hocking Valley Railway Co............ 7,671,800.00 
The Kanawha & Michigan Railway Co....... 4,027,100.00 
Kanawha Bridge and Terminal Co........... 400,000.00 
The Levisa River R. R. Co. (of Va.)........ 50,000.00 
Levisa River R. R. Co. CoOf Ky.) < oc. csescscs 50,000.00 
White Sulphur Springs, Incorporated........ 477,600.00 
fais $17,675,300.00 : 
ME <6.955 04 96506044004 04 saa 17,835,834.39 
Bonds of: , 
The C. & O. Railway Co. of Indiana First 
Mortgage ..... id ial 10g #616 :956)4. 01015 aleisiaiea0e iss $5,279,000.00 
The C. & O. Railway Co. General Funding 
and Improvement Mortgage............... 6,787,000.00 
Paint Creek Branch First Mortgage.......... 14,000.00. 
Raleigh and Southwestern Railway Co. First 
ONT ais nis srare sophia ns! w icles 4. 015-44 4.44.36 50" 186,000.00 
Coal River Railway Co, First Mortgage...... 140,000.00 
: $12,406,000.00 
REORMNIEN Sais sais g-ealpaie Ais «pew lonal esis 11,788,602.09 
Properties of: 
Coal River Railway Company................ $2,304,359.88 
Raleigh and Southwestern Railway Company. 816,562.42 
. _Costing pists ateleidiacow Ae Om h BEA eee 3,120,922.30 
Additions and Betterments, The C. & O. R’y 
Ro RMI foto cinta oCsiats wie ere whan skedaee els ase $8,965,062.95 


Additions and Betterments, The C. & O. R 
Co., of Indiana, in addition to those for 
which bonds have been acquired, costing... 


149,489.83 
9,114,552.78 








Equipment: 
Additional equipment acquired (less retirals). 
Securities of Chesapeake and Ohio Equipment 
corporation, acquired at par: 
SEO SAA BEA SR ASE Res actos $1,350,000.00 
Notes (acquired in July, 1911, 
but included here because pro- 
vided for in above increase in 
MRMIIIOR)  srisiviess cag e'h scales 5,910,000.00 


$2,051,744.98 





7,260,000.00 9,311,744.98 


$51,171,656.54 


_In connection with the expenditures for additions and betterments, atten- 
tion is called to the following increases during the period in the facilities 
of your Company to care for increased traffic and in its gross earnings and 
service to the public: 





: 191i. 1909. Increase. 
Average miles operated ....... 2,229.2 1,896.6 332.6 
Second track mileage ......... 420.4 304.2 ° 116.2 
Operating revenues ........... $32,583,411.24 $26,630,717.78 $5,952,693.46 
Locomotives in service ........ 780 672 108 
Passenger train cars in service.. 342 306 36 
I reight train and miscellaneous 
Gey eS ore 42,868 35,198 7,670 
Number of tons of freight car- 
TIES WAIIR: 6:05:55 ows side a-<' 6,082,682,596  5,095,552,874 987,129,722 
Number of passengers carried 
OMEN ie os eee Senses 253,262,253 217,694,041 35,568,212 


GENERAL REMARKS. 


The equipment inventory as of June 30, 1911, was as follows: 
C&O. C.&O. C.&O. Increase 





R’y Co. R’yCo. Lines. during 
: of I. year. 
Locomotives owned .........seececcees 475 30 505 19 
Locomotives leased under equipment 
CHE aa Casi tana eu centen weaned bane 250 25 275 62 
gio Margen ee ee ae eee 725 55 780 81 
BSSCRGOE CALS OWE. 66.0 0:50:06. on 5 69:09.0% 309 23 332 26 
a‘senger train cars leased under equip- 
INGHE CUE: Wiss 606500448640 4RE eee eee 10 10 10 
TOR a ives conics adawe nena eae eas 319 23 342 36 
Freight train and miscellaneous cars 
OWE acids CNW ab Ceueas 650K ad 4a Sw 18,113 285 18,398 133 
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Freight train cars leased under equip- 
TASS UO 56s TN Cr emrakiececadceseeeees 23,805 665 24,470 4,275 


SLUM eh eaa-0:toa-ars cme delee ma Ceara ears 41,918 950 42,868 4,408 
The changes during the year in the reserve for accrued depreciation of 
equipment are as follows: 
Balance to credit of account June 30, 
Amount credited during year ended 
June 30, 1911, by charges to— 
Operating expenses ..........000. $684,193.05 
Outside operations expenses....... 16,407.51 





$1,397,142.79 





— $700,600.56 
Charges to account for: 
Accrued depreciation on equipment re- 
tired during year— 
16 locomotives, 443 freight and work 
CRON ha 56 ewe eR aS IRNE Nee bee KORE. $20,731.66 
Accrued depreciation on cars changed 
19) CIGGG GUTING YORF so 6oc ccc cccctee 1,560.16 
22,291.82 
Less: 
Adjustment account of cars replaced 
ret rere eee ey 414.64 
——_————__ 21,877.18 





— 678,723.38 





Balance to credit of account June 30, 
Lo) rare rer re ree $2,075,866.17 


Extensions of 14.6 miles on Raleigh and Southwestern Railway, 11.2 miles 
on Coal River branch lines, 12.4 miles on Guyandotte Valley branch, and 
11.5 miles on Buffalo Creek branch, are nearing completion. These exten- 
sions, some of which were referred to in the last annual report, are for the 
purpose of further development of timber and coal tonnage and will be in 
operation within a few months. 

Second track referred to in last Annual Report as under construction was 
completed, as follows: 


Walker to Elko... cies cccciccs Richmond Division 15.8 miles 
Korah to Westham .......... Richmond Division 3.0 miles 
Gladstone to Riverville ...... Clifton Forge Division. 3.0 miles 
Fort Spring to Rockland..... Hinton Division ...... 2.1 miles 
Riverton to South Portsmouth.Cincinnati Division . 19.0 miles 
Quick’s Run to Robtown...... Cincinnati Division . 13.5 miles 
Manchester to Crooked Creek.Cincinnati Division . 3.3 miles 
Carntown to Brent ...6ccseces Cincinnati Division . 19.9 miles 


79.6 miles 


Of the 67 miles of second track on the Cincinnati Division authorized in 
1910, 12 miles were incomplete at the end of the fiscal year. Your Directors 
authorized the construction of 48 additional miles to make the double track 
on the Division complete, and the work is in active progress. It is expected 
that these uncompleted 60 miles will be in operation by December 31, 1911, 
as 30 miles have been finished since the close of the fiscal year. 

The coal and coke tonnage of The Chesapeake and Ohio Railway Com- 
pany, not including the Chesapeake and Ohio Railway of Indiana, was 
15,725,031, an increase of 1.1 per cent.; other freight tonnage was 7,632,862, 
an increase of 4 per cent. The total tonnage was 23,357,893 tons, an in- 
crease of 2 per cent. Freight train mileage was 8,563,553 miles, a decrease 
of 2 per cent. Freight revenue was $24,395,288.09, a decrease of $505,911.68, 
or 2 per cent. The revenue ton miles were 5,852,506,320, a decrease of 4.4 
per cent. The ton mile revenue was 4.17 mills, an increase of 2.5 per cent. 
Revenue per freight train mile was $2.849, same as last year. The revenue 
tonnage per train mile was 683 tons, a decrease of 2.6 per cent.; including 
Company’s freight, the tonnage per train mile was 717 tons, a decrease of 
2.2 per cent. The tonnage per locomotive, including Company’s freight, 
was 648 tons, an increase of 1.3 per cent. The average revenue tonnage 
per loaded car was 29.6 tons, a decrease of 3.3 per cent. The number of tons 
of revenue freight carried one mile per mile of road was 3,009,620, a de- 
crease of 4.8 per cent. 

There were 5,272,931 passengers carried by The Chesapeake and Ohio 
Railway Company, not including the Chesapeake and Ohio Railway of 
Indiana, an increase of 6.1 per cent. The number carried one mile was 
237,239,519, an increase of 4.6 per. cent. Passenger revenue was 
$5,255,364.82, an increase of 5.1 per cent. Revenue per passenger per mile 
was 2.215 cents, an increase of 0.4 per cent. Number of passengers carried 
one mile per mile of road was 121,999, an increase of 4.2 per cent. Pas- 
senger train mileage was 4,430,362, an increase of 3.6 per cent. Passenger 
revenue per train mile was $1.186, an increase of 1.4 per cent.; including 
mail and express it was $1.379, an increase of 1.5 per cent.; passenger 
service train revenue per train mile was $1.418, an increase of 0.9 per cent. 

There were 20,110 tons of new rails (6,194 tons 100-lb. and 13,916 tons 
85 and 90-lb.), equal to 140 track miles, used in the renewal of existing 
main tracks. : 

At the close of the fiscal year first and second main tracks of both lines 
(not including trackage rights), were laid with steel rails, as follows: 





WEA ai. tc be cde chines cede peemaee 769.5 miles Inc. 82.6 miles 
NOE cig acai G Se aialas aiae at are oi ena orn aias aca ay ai 181.9 miles Inc. 88.8 miles 
BO oc ave ds vane ec eeseenecore dens 537.4 miles Inc. 50.7 miles 
Be HOAI. ccaetkd esos eneecasdaenecesios 762.2 miles Ine. 162.9 miles 
62—56—50-lb (Branch Lines). .....scecccees 186.8 miles Dec. 26.3 miles 


2437.8 miles Inc. 358.7 miles 

Track ballasted with stone or its equivalent, June 30, 1911, 
GH DOU MMOS co cacccceccsvcneededs qeadeanenecadeeneee 

Ballast (principally stone) used in maintenance during year, 
SID NEO isc ara deadecbcanccetsaee cuss eaeecetsedaa 457,558 yards 

Ballast used in construction work during year, on both lines 537,300 yards 

Ties used in maintenance during year, on both lines........ 1,087,254 

Ties used in construction work during year, on both lines... 503,541 


The average amount expended for repairs per locomotive operated by The 
Chesapeake and Ohio Railway Company was $2,394.79; per passenger train 
car $822.66; per freight train car $62.46. 

January 1, 1911, Mr. C. C. Walker was promoted to position of Assistant 
General Manager; Mr. E. P. Goodwin to General Superintendent Transpor- 
tation; Mr. J. R. Cary to General Superintendent West Virginia General 
Division; and Mr. J. B. Harris and Mr. H. H. Morris to Superintendents 
of Hinton and Huntington Divisions, respectively. 

Appreciative acknowledgment is hereby made of efficient services during 
the year of Officers and employees. 

By order of the Board of Directors. 


FRANK TRUMBULL, 
; Chairman. 


1,648.9 miles 


GEO. W. STEVENS, 
President. 
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COMPANY. 


(Not Including The Chesapeake and Ohio R’y of Indiana.) 
TRAFFIC STATISTICS 


TABLE 11. 


YEAR ENDED 


FREIGHT. June 30, 1911. 


Average mileage operated 1,944.6 
Freight revenue ........ $24,395,288.09 
Per cext. of gross revenue 78.6 
Revenue coal and coke 
carried (tons) ....... 15,725,031 
Other revenue freight car- 
MAE), cxcarawese 7,632,862 
Number of revenue tons 
carseed, total .......+. 23,357,893 
Number of revenue tons 
carried one mile....... 5,852,506,320 
Average miles each_ rev- 
enue ton was carried. 251 
Number of revenue tons 
carried per mile of road 12,012 
Number of revenue tons 
carried one mile per 
mite: OF TORG..10 000006 3,009,620 
Freight revenue per mile 
eS eer $12,545.14 
Average revenue per rev- 
ee eee rae $1.04.4 
Average revenue per ton 
of revenue coal per mile 
Pe: foal coves phere 3.22 
Average revenue per ton 
of revenue freight other 
than coal per mile (mills) 6.49 
Average revenue per ton 
per mile from all rev- 
enue freight (mills)... 4.17 
Average number of rev- 
enue tons per loaded car 29.6 
Average revenue train 
ee eS eee 683 
Average train load, in- 
cluding Company’s 
freight (tons)......... 717 
Average revenue tons per 
locomotive ........... 617 
Average tons per lecomo 
tive, including Com- 
pany’s freight ....... 648 
na number of loaded 
‘ars per eastbound 
freight RR ats aaa s 24.4 
a number of empty 
>ars per _ eastbound 
freight Pn VeaceEs es 13.8 
puseeee number of loaded 
-ars per westbound 
freight 7. a eee 21.8 
Average number of empty 
cars. per westbound 
freight train.......... 14.7 
Average number of loaded 
Oars G0 S00 o.00c50s 23.1 
Average number of empty 
ee SO: eee ee 14.2 
Total cars per freight train 37.3 
*Miles run by freight 
Ee er ee 8,563,553 


Miles run by switch and 
construction trains 


5,084,513 


Freight car mileage..... 319,821,733 
Loaded car mileage...... 197,712,973 
Empty car mileage..... 122,108,760 
Freight train mileage per ‘ 
ES | ee a 4,4u4 
Freight revenue per 
freight train mile..... $2.849 


*Includes mileage made by light trains. 


YEAR ENDED 


PASSENGER. June 30, 1911. 


Average mileage operated 1,944.6 
Passenger revenue ..... $5,255,364.82 
Per cent. of gross revenue 16.9 


Passenger service train 
Me Scan se<e'se> oe $6, 
Number of passengers car- 


279,388.47 


“Sea 5,272,931 
Number of passengers car- 

carried one mile...... 237,239,519 
Average miles each pas- 

senger was carried.... 44.99 
Number of passengers car- 

ried per mile of road.. 2,712 


YEAR ENDED 
June 30, 1910. 


1,936.9 
$24,901,199.77 
79.7 


15,549,977 


6,123,134,875 
267 


11,819 


3,161,307 
$12,856.21 


$1,08.8 


3.16 


6.50 


4.07 


30.6 


to 
wn 
bo 


11.9 


8,739,022 


5,096,767 
323,680,065 
200,270,768 
123,409,297 


nD 


YEAR ENDED 
June 30, 1910. 


1,936.9 
$5,002,205.07 
16.0 
$6,008,818.79 
4,969,612 
226,715,956 
45.62 

2,566 


COMPARISON WITH 
June 30, 1910. 
INCREASE OR PER 
Decrease. CENT. 


7.7 0.4 
D. $505,911.68 2.0 
D. 1.1 1.4 
I. 175,054 1.1 
i 290,610 4.0 
I. 465,664 2.0 
D. 270,628,555 4.4 
D. 16 6.0 
ie 193 1.6 
D. 151,687 4.8 
D. $311.07 2.4 
D. $0.04.4 4.0 
I. 06 1.9 
D. 01 0.2 
I 10 25 
D. 1.0 3.3 
D. 18 2.6 
D 16 2.2 
I 5 0.8 
I 8 1.3 
D. 8 3.2 
I 1.9 16.0 
I 1.2 5.8 
D 1.7 10.4 
I. 2 0.9 
& 1 0.8 
I 3 0.8 


D. 175,469 2.0 


D. 12,254 0.2 
D. 3,858,332 1.2 
D. 2,557,795 1.3 
D. 1,300,537 1.1 
D. 108 2.4 


CoMPARISON WITH 
June 30, 1910. 
bets 





eh 
INCREASE OR PER 
Decrease. CENT. 


I. 7.7 0.4 
I. $253,159.75 5.1 
Bs 9 5.6 
I. $270,569.68 4.5 
a 303,319 6.1 
I. 10,523,563 4.6 
D. 63 1.4 
a 146 5.7 









No. 17. 





CoMPARISON WITH 
JUNE 30, 1910, 





aarti OR Prk 
DecrEASE. CENT. 


YEAR ENDED i 
June 30, 1910. 


YEAR ENDED 


PASSENGER. June 30, 1911. 


Number of passengers car- 
ried one mile per mile 


OF TUNE 6osnscsehnds 121,999 117,051 I. 4,948 4.2 
Passenger revenue per 
mile of road... .......<. $2,702.54 $2,582.58 I. $119.96 4.6 
Average revenue from 
each passenger ....... $1.00 $1.01 D. $0.01 1.0 
Average revenue per pas- 
senger per mile (cents) 2.215 2.206 I. 009 0.4 
Average number of pas- 
sengers per train mile. 54 Ss i. 1 1.9 
Passenger train mileage. 4,430,362 4,276,193 I. 154,169 3.6 
Passenger car mileage... 22,492,893 21,303,880 I. 1,189,013 5.6 
Passenger train mileage 
per mile of road...... 2,278 2,207 I. ya ge 
Passenger revenue per 
SPAIN SE ocd sucesso $1.186 $1.170 I. $.016 1.4 
Revenue per _ passenger 
train mile, including 
mail and express...... $1.379 $1.359 I. $.020 1.5 
Revenue per _ passenger 
service train mile..... $1.418 $1.405 I. $.013 0.9 
CHESAPEAKE & OHIO CHESAPEAKE & OHI0 
R’y oF INDIANA. LINES. 
FREIGHT. YEAR ENDED YEAR ENDED 
June 30, 1911. June 30, ees 
Average mileage operated ............. 284.6 2,2 
MME SUPER seis ck wa sins ks bac ets $1,194,738.74 $25,590, 026 83 
Per cent. of gross revenue ............ f Bg 
Revenue coal and coke carried (tons). 372,919 16,097, Se 
Other revenue freight carried (tons). 873,836 8,506,700 
Number of revenue tons carri2d, total. 1,246,757 24,604,650 
Number of revenue tons carried one mile 230,176,276 6,082,682 596 
Average miles each revenue ton was 
GRIME Satta wocansabaae kes seus 185 247 
Number of revenue tons carried per 
OSS eS a eee eens 4,381 11,037 
Number of revenue tons carried one 
mile per mile of road............. 808,771 2,728,625 
Freight revenue per mile of road...... $4,197.96 $11,476.46 
Average revenue per revenue ton...... $0.95.8 $1.04.0 
Average revenue per ton of revenue 
coal per mile (mills).............. 3.49 p22 
Average revenue per ton of revenue 
freight other than coal per mile (mills) 5.96 6.45 
Average revenue per ton per mile from 
all revenue freight (mills)........ 5.19 4.21 
Average number of revenue tons per 
MORE ore nen waa cacao esas a 21.9 29.2 
Average revenue train load (tons)..... 325 656 
Average train load, including Com- 
pany’s freight (tons) Siete ARMM ee 347 689 
Average number tons per locomotive. 289 592 
Average tons per locomotive, including 
KSoIDANY 6 RERIBUE aks 6065000050. 309 621 
Average number of loaded cars per east- 
ee a er ae 13.2 23:5 
Average number of empty cars per east- 
DOUnG ENSIGN GEAIN 4.05 ows sie wces 8.9 13.4 
Average number of loaded cars per west- 
DOuNnd BHeiwUt U6BIN 6 i.nciwcccseces 16.5 21.4 
Average number of empty cars per west- 
bound Freight Iain ..6<c.ccwcccas el 14.0 
Average number of loaded cars in train 14.8 22.5 
Average number of empty cars in train 7.0 13.7 
Total cars per freight train........... 21.8 36.2 
*Miles run by freight trains.......... 708,127 9,271,680 
Miles run by switch and construction 
MANNE cccccny sco chee eea thas sass 284,623 5,369,136 
ROREI RE ORE WRIORIOR” 65 5 oss ose 4.0K eons 15,466,533 335,288,264 
AGE CORT EINE ns sce no sions ness « 10,508,224 208,221,197 
Ns Ae ge) a 4,958,309 127,067,067 
Freight train mileage, per mile of road 2,488 4,159 
Freight revenue per freight train mile $1.68.7 $2.76.0 


*Includes mileage made by light trains. 


CHESAPEAKE & OHIO CHESAPEAKE & OHn10 
R’y oF INDIANA. LINES. 
YEAR ENDED YEAR ENDED. 
June 30, 1911. June 30, 1911. 


PASSENGER. 


Average mileage operated ............ 284.6 2,229.2 
SISNET J UIARIIERI G5 5 acy, Swink oes oa ns $257,567.12 $5,512,931.94 
Per cent. of gross revenue............ 16.8 16.9 
Passenger service train revenue....... $319,430.29 $6,598,818.76 
Number of passengers carried......... 345,860 5,618,791 
Number of passengers carried one mile 16,022,734 253,262,253 
Average miles each passenger was 

BUDE: 3.4055 ak pas cue Ske oe eee ee 46.33 43.07 
Number of passengers carried p2r mile 

Oe ES ee ee eee 1,215 2,521 
Number of passengers carried one mile 

ee ee a Sere wr em 56,299 113,611 
Passenger revenue per mile of road... $905.01 $2,473.05 
Average revenue from each passenger.. $ .74 a 3 
Average revenue per passenger per mile 

OE EEL Se ee Tee 1.608 2.177 
Average number of passengers per train 

UE > vce cas cehab SAGi ee Sumiees ener 36 52 
Passenger train mileage .............. 446,783 4,877,145 
Passenger car mileage ............... 1,787,547 24,280,440 
Passenger train mileage per mile of 

= a ae ae oa ee re 1,570 2,188 
Passenger revenue per train mile...... $ .576 $1.130 
Revenue per passenger train mile, in- 

cluding mail and express......... $ .700 $1,317 
Revenue per passenger service train 

mile eae SeeGh os seuseahasenehes $.715 $1.353 





